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SANDUSKY 


- TRUCKS 


5,000 MILES WITHOUT ONE CENT FOR REPAIRS 


In service every day with full capacity loads. This demonstrates clearly the Reliability 
and Continuous Service of “‘Sandusky’’ trucks. 


Exactly What You Are Looking For 


Accessibility and light, durable construction allow the minimum cost of operation and maintenance. 
Not an assembly proposition, but manufactured in our own factory. 
Write us for a proposition on your requirements. Do it to-day. 
It will be the means of a great saving to you. 


SANDUSKY AUTO PARTS & MOTOR TRUCK CO. 


SANDUSKY, OHIQ; U. S. A. 
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DIGEST OF DECISIONS 


Under the Interstate Commerce Act 


All Opinions since January 1, 1908, of the Commission and the Courts 


The First Complete Analysis and Classification of the Decisions. on Interstate Traffic. 
10,000 Points for the Shipper and Traffic Man. Prompt Delivery. Charges Prepaid. 


1,100 Pages, Price $8.00 Delivered. LUST AND MERRIAM, Authors and Publishers, 9 S. La Salle St., Chicago, Ill. 































Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 





The foundation for the study of all questions bearing on rates, and other features of regulation 
between shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of the several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 





The demand for this book has been so extensive 
‘ that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Oourt 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 
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Figure 1. Placing bale on Revolvator at 
end of aisles. 











Tier at End of Aisles 


FIGURE 1 shows how you can 
put a case, bale or barrel on a 


Revolvator platform when it is point- © 


ing down an aisle, then (Figure 2) by 
swinging it around the load can be 
pushed off at the side or rear. For tiering 
at the end of narrow aisles, what good is 
a tiering machine that cannot turn around? 
@Don’t forget that the Revolvator turns on 
its own center on ball bearings, but is pro- 
vided with a catch which automatically 
locks it in any position, so that it positively 
will not swirl around when in use. 

If you want to find out how to increase the capacity 
of your storehouse and to stow twice as many cases 
per day, write for our booklet T W, ‘‘Scientific 
Tiering.” 


N. Y. Revolving Portable Elevator Co. 
364 Garfield Ave., Jersey City, '. J. 
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Figure 2. Revolvator owt around 
for unloading. 
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UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any American 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia— Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Ni 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mexico, Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railway. 

AT PUERTO BARRIOS — for Guatemala City and other 
points on the Guatemala Railway. 

q The opening of the CANAL will see the greatest changes in 
the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 

q Take one of the big air-cooled steamers of our GREAT 
WHITE FLEET this summer and go to Panama. You will 
enjoy every moment of the trip. 


Our illustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 
M. HARTMANN, Western Passenger Agent 
444 Commercial National Bamk Building, Chicago, Ill. 


131 State Street, Boston, Mass. 17 Battery Place, New York, N. Y 
Pier 5 North Wharves, Philadelphia, Pa. Pier 1 Pratt St.. Baltimore, "Md. 
626-630 Common Street, New Orleans, La 





John A. Droege’s new book is ready 


Freight Terminals and Trains 


It gives the latest material] for a wide group of railroad men. 

For engineers whe plan, build and maintain. 

For officers who operate the various plants. 

For the agent whose responsibilities and methods are im- 
portant. 

For the yardmaster, trainmaster, and manager, and the be- 
ginner, it presents a vast amount of practical material. 

As superintendent, the Providence Division, N. Y., N. H. & H. 
R. R. Co., Mr. Droege has been able to get information of 
the right kind. 

His book is not full of general statements. It gives facts— 
comparisons—conclusions. 

This big volume includes not only a revision of “Yards and 
Terminals,’ but a great mass of new material. The scope and 
treatment were broadened—in fact, it is a new book. 

It covers design and operation with practical data on methods, 
equipment, records, apparatus, etc., etc. 


CONTENTS 


The Terminal Problem. Water Front Terminals. 
Terms and Definitions. Coal Piers and Storage Plants. 
General Requirements of Ter- Ore and Lumber Docks. 

minal Design. Grain Elevators, 
Track Construction and Main- Freight Houses. 

tenance Details. British Freight Service. 
Classification Yards. Transfer Stations, 
Operation of Yards. Mechanical Handling of 


The Yardmaster. Freight. 

Management and Discipline. The Freight Agent. 

Loading Cars. Operations of Freight Houses. 
oe Trains. Refrigerating, Ventilating and 
Time eight Service. Heating. 

Team Delivery Yards The ne House, 


Engine Cooling Plants. 
Weighing Freight. Ash and Sand Plants. 
Records and Statistics. The Engine House Foreman. 


465 pages, 6 x 9, 208 Illustrations, $5.00 (218.) net, 
postpaid. 


Live Stock Handling. 


The Traffic World, Chicago. 
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From a Circular of Information to Agents of 1 


Wells Fargo & Company 
Express 


Issued in 1860 


2 Re NOC e 
Reece atone 


HE most polite and gentlemanly treatment of all 

| customers, however insignificant their business, is 
insisted upon. Proper respect must be shown to all 

—let them be men, women or children, rich or poor, white 
or black, and it must not be forgotten that the company 


eed, iN ect ad 3) * 


is dependent on these same people for its business. 
Upon this rock the business of Wells Fargo & Company has been 
builded. 
‘ Today Wells Fargo & Company operates over more than 90,000 
: miles of rail and water lines and maintains nearly 8,000 offices. 


Efficient service and courteous treatment of patrons built up the 
business of Wells Fargo & Company, and the same qualities main- 
tain that service today. 


ete eh ake 


The services of 25,000 employes of Wells Fargo & Company are at 
your disposal whenever you have a package to ship or a commission 
to be executed in some other city. 


Wells Fargo & Company sells Travelers Checks, which provide a 
most safe and convenient method for carrying funds. 


Feat 


| With its fleet of modern refrigerator express cars, horse-stall cars, 
4 automobile end-door cars, ventilator cars, Wells Fargo & Company 
Express stands ready at any time to render you valuable assistance 
in your business. 


Se ene eee 


Consult representatives of the company in your city about this and 
other helpful distinctly Wells Fargo service. 


es te 
as Ne Ne a 4 


A complimentary copy of the current issue of the 
Wells Fargo Messenger giving timely in- 
Formation about the operations and special serv- 
ice of this company, will be sent upon application 
to the publication office, 51 Broadway, New York. 





i Wells Fargo & Company Express 


Despatch Responsibility Efficiency 


Ty et 
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A SUGGESTIVE QUERY. 


\t the close of the morning session on April 9, 
in the Wood versus Fiber Container case, Exam- 
iner Boyle voiced a thought that should be preg- 
nant with meaning. Referring to the numerous 
questions that have been asked as to why the wit- 
ness had adopted the fiber container, Mr, Boyle re- 
marked that what the hearing was designed to bring 
out was not why the shipper had adopted it, but 
why he continued to use it. 


WESTERN CLASSIFICATION. 

Notwithstanding the changes that have been 
made in the procedure before the various classifica- 
tion committees, as required by the Commission in 
its recent order with reference to Western Classifi- 
cation No. 51, it is apparent that there is still some 
lack of satisfaction on the part of shippers. 

Chey have now the opportunity of appearing be- 
fore the committee at its stated meetings and mak- 
ing such complaints and suggestions as seem good 
to them, but it is not always convenient for the 
shipper to be present when the committee is in ses- 
sion, and the intervals between meetings are liable 
to be of some length. It has been suggested that it 
would be better to have a permanent body continu- 
ously in session, and composed of perhaps seven or 
nine men. Of course, so far as Western Classifica- 
tion is concerned, this necessarily means that the 
Present chairman would be at the head of such 
committee, nor could a better selection be made. 
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Undoubtedly, Mr. Fyfe knows more about classifica- 
tion matters in the western territory than any one 
man or any group of men, and what is much more 
to the point, as a matter of expediting business, he 
has it all in his head. It is available wherever the 
chairman is present, even though his books and 
papers are not at hand. 


This plan has been thought of as an alternative 
to having the whole matter in the hands of the In- 
terstate Commerce Commission, to which some ob- 
jection has been made. The principal objection to 
the present plan of hearing seems to be the constant 
air of hurry-up which must necessarily prevail at 
any such stated meetings as that of this committee. 
There is also more or less uncertainty on the part 
of everyone present, except, perhaps, the first few 
men called, as to just when they will be given a 
hearing, and permitted to go back to their regular 
work. 


In the suggestion of a method of fixing a West- 
ern Classification, which was given by Mr. H. G. 
Wilson in a communication to The Traffic World 
June 15, 1912, one reason for the plan proposed 
seems to have received confirmation in the course 
of a hearing held during the last year in Chicago. 
Mr. Wilson gave as one reason for being opposed to 
a classification founded on an order of the Com- 
mission, that as this would have to carry with it the 
two years’ observance, conditions might change so 
rapidly as—if we interpret his iniplication correctly 
—to throw the classification out of balance within 
the ‘period. 

The confirmation of the probable truth of this 
condition seems to have been found in a hearing 
referred to, which was the case of the Davis Sew- 
ing Machine Company against the Pittsburgh, Cin- 
cinnati, Chicago & St. Louis Railway. The com- 
plaint was on the carload rate on bicycles from Day- 
ton, O., to Chicago. For the purpose of explaining 
some reductions and restorations of rates in Official 
Classification territory, the chairman of the com- 
mittee in charge of that classification took the stand. 
Explaining the history of the establishment of rates 
on bicycles and other vehicles, the reasons for the 
reduction in the rate which took place in 1902, the 
reason for a subsequent restoration in 1909, the 
witness went at some length into the effect of the re- 
markable conditions which have characterized the 
bicycle industry. 

As an article of commerce the beginning of the 
bicycle was about 1882. Through two or three 
stages and siyles the industry grew until it reached 
a climax in 1897 when, it is stated on what appears 
to be sufficient authority, 1,500,000 wheels were be- 
ing manufactured in one year. Hundreds of con- 
cerns—thousands, if we count those who bought 
and assembled parts—engaged in the business, only, 
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with few exceptions, to pass through bankruptcy 
proceedings when the demand fell off. A few re- 
covered. Including these and others who may since 
have entered upon the business of manufacturing 
bicycles, the authority before quoted states that 
there are 18 firms or companies in the United States 
engaged in this manufacture as a part or the whole 
of their business. 

One oi the surviving concerns, the Pope Manu- 
facturing Company, has been engaged in the manu- 
facture from the advent of the first high wheel, 
and perhaps, even from the earlier days of the 
“bone-shaker.” In 1911 it manufactured about-73,- 
000 wheels, and, curious as it may seem, it is stated 
that its present business is about five times that of 
any previous year in its history, presumably figur- 
ing on a cash basis. 

The point of all this is, of course, the indication 
it gives that a classification that could not be re- 
vised except upon the two years’ basis might work 
considerable hardship in certain specific instances. 
Possibly by some special provision this trouble 
might be avoided. 


PITTSBURGH CLUB SEES “MOVIES” 


The feature of the meeting of the Traffic Club of 
Pittsburgh on April 14 was a series of moving pictures, 
entitled “From Mine to Molder,’ presented by Henry 
B. B. Yergason of Rogers, Brown & Co. ‘The series 
covered the whole history of the movement of iron ore 
from the Lake Superior region to the finished rail from 
the plant of the Lackawanna Steel Co. 

At the conclusion of the entertainment features a 
closed meeting was held for members only, and the 
selection of a nominating committee was made, compris- 
ing G. G. Herring, Southern Pacific; F. A. Ogden, Jones 
& Laughlin Steel Co.; C. L. Cordes, American Steel & 
Wire Co.; Robert Main, Canadian Pacific, Soo Line; 
L. C. Bihler, Carnegie Steel Co.; C. S. Belsterling, Amer- 
ican Bridge Co.; J. C. Kimes, Baltimore & Ohio. This 
committee will select candidates for different offices, to 
be voted upon at the club’s annual election in June. The 
present officers are: President, J. T. Johnston, P. C. C. 
& St. L.; first vice-president, G. A. Aiken, Spang, Chal- 
fant & Co.; second vice-president, G. G. Herring, Union- 
Southern Pacific; secretary, D. L. Wells, Erie; treas- 
urer, James T. Neison, D. & R. G. and Western Pacific; 
historian, Robert Hunter, Merchants & Miners Trans- 
portation Co. 





QUEEN & CRESCENT DOUBLE TRACKS. 

Double track between Greenwood, Ky., and Cumber- 
land Falls, Ky., a distance of 4.44 miles, has just been 
put into service by the Cincinnati, New Orleans & Texas 
Pacific Railway, thus making a total of 87.41 miles of 
double track now in operation on this important line of 
the Queen & Crescent Route. Second track is now being 
constructed between Erlanger, Ky., and Williamstown, 
Ky., a distance of 29.6 miles, and work has practically 
been completed on 2 miles between Citico, Tenn., and 
Boyce, Tenn. When these stretches are put into service 
the Cincinnati, New Orleans & Texas Pacific Railway 
will have a total of 109.01 miles of double track. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


A. LARSSON, 

A. Larsson, traffic manager, California Pine Box and 
Lumber Co. and the Weed Lumber Co., San Francisco, 
Cal., was born at Lawrence, Kan. He was educated at 
the Lawrence High School, graduated from class of ’88 








A. LARSSON, 


Traffic Manager, California Pine Box & Lumber Co. and 
Weed Lumber Co. 


He entered the service of the Atchison, Topeka & Santa 
Fe in 1889 at Topeka, Kan., and served in various ca- 
pacities in passenger, freight, accounting and freight 
traffic department of the Santa Fe or its subsidiary com- 
panies until 1908 at Topeka, Kan., Amarillo, Tex., and 
Los Angeles, Cal., being located at the latter point for 
ten years preceding 1908. He entered the service of the 
Southern Pacific Co. in 1908 as special traveling account- 
ant and inspector for freight auditor’s office. He was also 
chief clerk of freight, passenger and claim departmen! 
of the Arizona Eastern, the Sonora Railway and th: 
Southern Pacific of Mexico at Tucson in 1910, taking serv 
ice in his present occupation on Jan. 1, 1911. He ha 
been the principal representative of the lumber interests 
in the Pridham case. 

The Commission has dismissed No. 5185, Isaac Upham 
Co. vs. Wabash et al.; No. 5491, W. L. Burt vs. Augusta 
Tramway & Transfer Co. et al., and No. 5408, Joint Loca! 
Executive Board of the Union of United Brewery Work 
men of Milwaukee County vs. Chicago, Milwaukee & S' 
Paul et al. 
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THE COMMISSION’S WARNING 





That probably is a salutary warn- 
ing which the Commission gave to 
investors in the decision handed down 
in the pig iron case early in the 
week. There is not the least doubt 
in the world about the accuracy of 
the assertion that many reputable 
business men, in sending out pros- 
pectuses urging investors to buy 
stocks or bonds in this, that or the 
other business venture, refer to advan- 
tageous railroad rates as if they constituted an asset that 
might be capitalized. 

The fact is that if an industry has what are truly 
advantageous railroad rates the less it says about them 
the better. It is probably a fact that there are industries 
that have rates which may truly be said to be advan- 
tageous, but, in the light of the warning to investors 
given in the pig iron case, wisdom would suggest that 
the possessors of such advantages would better conceal 
the fact. 

At first blush it seems a great hardship for the av- 
erage business man to be told that he cannot make a 
contract with a common carrier, regarding rates, that 
will be worth the paper on which it is written. When- 
ever an old contract of that kind turns up the possessor 
of it feels that the very foundation of good government 
in this country has been destroyed when a courageous 
lawyer tells him it is worthless and that it is of no prac- 
tical value to exhibit such a contract to the Commission 
with a suggestion that it should be recognized as a bar 
to increases in rates the carrier may propose. 

Many places in the South feel aggrieved because they 
have been deprived of the advantages they thought they 
had secured for themselves when they contracted with 
a carrier or carriers, in consideration of stock subscribed 
or bonds purchased, that the city in question should have 
rates that would enable its merchants to beat the mer- 
chants of some competing city in markets where they 
met as business rivals. 





It is not necessary to point out to a lawyer why a 
contract of that kind is of no value. It is necessary, 
however, that some. warning be given to men who are 
importuned to invest money on the assumption that ex- 
isting advantages as to rates will be continued to the 
end of time. Too often the investing public is hoodwinked 
with representations of that kind. The Commission, 
therefore, performed a service for that part of the public 
in making that fact clear in the report and opinion on 
the proposed advance in pig iron rates from upper Michi- 
gan and Minnesota to Omaha and Kansas City. 


It might have gone a step farther and explained why 
such contracts or existing advantages are not to be 
counted as assets. If contracts or rates established with 
a view to giving a particular point an advantage were to 
be regarded by the Commission as an asset or a vested 
right, the Act to regulate commerce would become in- 
effectual in less than ten years. 

Any combination of capitalists with influence enough 
could start a big plant somewhere in the wilderness, in- 
duce the railroads serving it to make rates such as 
would give the products of that plant an advantage, and 
all competitors would either have to locate in that same 
place, or be placed permanently at a disadvantage. 
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There has often been a suspicion that industrial 
plants were started in out-of-the-way places with a view 
to getting rates of that character. Attorneys have inti- 
mated as much, and the Commission, in some of its re- 
ports and opinions, has gone far enough to indicate that 
its members also entertained suspicions of that kind. It 
really never has been necessary for the Commission to 
express an opinion one way or another on such a half- 
made issue. Its power to establish reasonable non- 
discriminatory rates has been sufficient to deal with 
every situation that has ever been presented since the 
law was made effective, now nearly seven years ago. 

Railroads that make rates with a view to favoring a 
large shipper are always in danger of having rates low- 
ered at some other point so as to remove an undue 
discrimination. Remembering that fact, the warning given 
to investors is of benefit also to traffic managers who 
may be over-persuaded by shippers who contro] large 
tonnage. The opinion will be to them a shield of defense 
when .too closely pressed by a shipper who can punish 
the carrier whose manager may be deemed stiff-necked 
by not giving it its share of business. 

The fact that the pig iron rates were increased to 
Omaha and Kansas City by reason of the conclusions 
reached in the pig iron case does not at all change the 
fact that the long continuance of rates creates a pre- 
sumption of their reasonableness. Time and again car- 
riers have come forward with proposals to increase rates 
that have been in effect for a long time and- have baseu 
their application for authority on the assertion that the 
rates have always been deemed abnormally low. It has 
always been necessary for them to show something more 
than their opinion to bring conviction to the minds otf 
the Commissioners. 

The Commission, in the complaint of the cement 
makers of Manheim, W. Va., alleging discrimination in 
favor of the plant at Universal, Pa., disposed of the arti- 
ficial advantages created by the location of the plant 
of the Universal company practically on the Pitsburgh- 
Buffalo dividing line, holding that the mere fact that 
the West Virginia plants are actually west of that line 
should not be put forward as a reason for continuing 
the discrimination resulting from the treatment of the 
Universal plant as part of the Pittsburgh swiching dis- 
trict for one set of rates and as being in the territory 
east of the line for rates to the east. The disadvantage 
under which the West Virginia plants labored was one 
created by the carriers and, therefore, in the eyes of the 
Commission, not one to be considered in arriving at a 
conclusion as to what would be non-discriminatory rates 
for the Manheim cement makers. A. E. H. 


REFUSES REHEARING 





The Commission has denied the application for a 
further hearing in No. 4829, Southwestern Missouri Mill- 
ers’ Club vs. St. Louis & San Francisco et al. 

The petition for a modification of the original order 
in No. 4062, Memphis Freight Bureau et al. against the 
St. Louis & San Francisco, has been denied. 

The Commission has refused to reconsider its order 
denying a rehearing in No. 4239, W. T. Ferguson Lumber 
Co. vs. La. Ry. Co. et al. 

The Commission has denied application for a rehear- 
ing in No, 4299, Memphis Freight Bureau vs. St. Louis 
Southwestern et al. 
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Decisions of Interstate Commerce Commission 


PIG IRON RATES PRESCRIBED 


—_—_—— 


1. AND S. DOCKET NO. 123 OPINION NO. 2203 
(26 I. C. C. Rep., P. 284.) 
MICHIGAN UPPER PENINSULA PIG-IRON RATES. 

IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF PIG IRON FROM 
POINTS IN UPPER MICHIGAN AND MINNESOTA 

TO KANSAS CITY, MO., AND OTHER DESTINA- 
TIONS. 
Submitted Dec. 9, 1912. Decided April 7, 1913. 

1. Proposed increases in rates on pig iron from Michigan upper 
peninsula and Wisconsin to Missouri River rate points 
found to be unreasonable. Reasonable rates prescribed 
for the future. 

2. An investment made in an industrial enterprise in reliance 
upon an existing rate or relation of rates cannot act as 


a bar to the readjustment of the rate structure found to 
be unreasonable. 


C. C. Wright and F. P. Eyman for Chicago & North- 
western Railway Co. 

R. B. Scott and G. H. Crosby for Chicago, Burlington 
& Quincy Railroad Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

Wallace T. Hughes for Chicago, Rock Island & Pacific 
Railway Co. 

R. H. Widdicombe for respondents. 

Hal. H. Smith for Lake Superior Iron & Chemical Co. 


Report of the Commission. 


HARLAN, Commissioner: 

The tariffs under suspension here were prepared as 
a general revision of the rates on pig iron from Duluth, 
Ashland and others points in Minnesota, Wisconsin and 
the northern peninsula of Michigan, to a territory of 
distribution in which Kansas City and Omaha are the 
most important markets. Fourteen points of origin and 
32 competitive points of destination are named in them; 
the rates proposed include 199 increased rates and 64 
reduced rates; no change is made in 133 rates. To Kan- 
sas City and Omaha the proposed schedules provide rates 
of $4.16 and $3.58 per ton, respectively, in place of the 
present rates of $3.08 and $2.50. The latter rates have 
been in effect for some years. 

Shortly after the new tariffs were filed and_ before 
they became effective protest was made by the Lake 
Superior Iron & Chemical Co., and the order of suspension 
was thereupon entered. That company, among other prod- 
ucts, manufactures pig iron. Its investment at Ashland 
amounts to $680,000; an investment of a like amount was 
made in its plant at Manistique. There is also a plant 
at Chocolay erected at an expense of $125,000. The plant 
at Newberry involved an expenditure of $1,000,000. The 
investment at Newberry and Manistique has amounted to 


$1,134,000 within the last two years. These different 
furnaces of the protestant ship 7,000 tons of pig iron 
annually into the territory in question; this is about § 
per cent of the whole output. 

The proposed rates, apparently, are not attacked as 
being excessive; on the contrary, it is expressly stated 
that the protestant is not contending “that the rate should 
be lower because of any factor in the cost of service.” 
The point most emphasized on behalf of the protestant 
is that it made its large investment in its different fur 
naces in reliance upon the present general relation of 
rates as between those furnaces and the furnaces of its 
competitors in that part of the country. The present 
adjustment permits it fairly to compete with Chicago and 
Milwaukee in the markets in question; and, having made 
its investment on the basis of that relation of rates, the 
protestant contends that any disturbance of the adjust 
ment, such as is proposed by the respondents, would be 
a discrimination against its furnaces. It insists, therefor: 
that the rates should not be advanced nor should the 
present relation of rates be changed. The protestant 
asserts, to use the language of its counsel, that there is 
“no reason why the Missouri River territory should be- 
long to the Chicago furnaces any more than to the upper 
peninsula furnaces.” What is contends for in substanc: 
is the continuance in the territory in question of the 
present competition of its own furnaces with the furnaces 
at Chicago. 

Strong appeals for the maintenance of a certain rat« 
or relation of rates are not infrequently made to us 0! 
behalf of industrial enterprises on the ground that the 
carriers, before the investment in the industrial plant was 
made, had promised to maintain that rate or relation of 
rates; in other cases the appeal is based on the ground 
that, although there had been no such previous negotiation 
between the shipper and the carrier, the manufacturing 
plant had been erected at a certain point in view of the 
rates or relation of rates then in effect. The courts 
however, have now given finality to the doctrine that this 
Commission cannot be controlled by or base its action 
upon a contract between a carrier or a shipper respecting 
rates. The public interest in a rate or schedule of rates 
cannot be governed by any such private agreement 0! 
by any such matters of estoppel. This should be well 
understood by investors. We cannot enforce such con 
tracts or.give them any substantial consideration. W< 
cannot give permanency either to a rate or to a relation 
of rates simply because, with or without a previous agree 
ment with the carrier, a large manufacturing plant has 
been erected when that particular rate or relation 0! 
rates was in effect. It is no less clear that we cannot 


ignore geographical and similar conditions merely be 
cause one point has been competing commercially with 
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nother, under a favorable rate adjustment voluntarily 
established by the carrier, and require the continuance 
of the rate relation when not otherwise justified as a rate 
yroposition. In all cases under the mandate of the statute 
he rate must be reasonable and nondiscriminatory when 
viewed in the light of all the conditions that surround 
he traffic. We cannot base our action on any other 
rounds. 

The history of these rates, as explained of record, 
goes back as far as 1893, when the rate from Chicago to 
Kansas City was $3.12 a ton. In 1898 the rate from Chi- 
ago to Omaha was $3.62 a ton. This differential of 50 
cents a ton against Omaha, although the haul from Chi- 
cago to Omaha is but 30 miles longer than the haul to 
Kansas City, has been maintained from the beginning in 
these pig-iron rates from Chicago, and is characteristic 
f the proposed schedule. It is explained by the respond- 
ents on the ground that the Chicago rate to both points is 
fixed by the competition of the Birmingham furnaces. We 
need not follow the rate history here in detail. It will 
suffice to say that as early as April, 1904, individual lines 
published a rate of $2.50 a ton from Duluth to Omaha. 
This rate was extended to Ashland in February, 1907, and 
to Chocolay, Marquette, Newberry, Gladstone and Man- 
istique in May, 1908. The relation of rates put in effect 
at that time and now in effect is as follows: 


To Kansas City. To Omaha. 
Miles. Rate. Miles. Rate. 
Coe err eseseceoerssesesesess 458 $3.08 488 $3.58 
3.08 497 2.50 
3.08 346 2.50 


From— 
Chicago 
Duluth 
St. Paul 


The proposed rates as intended by the respondents, 
an error having been made in publishing the St. Paul rate, 
are as follows: 


To Kansas City. To Omaha. 

Miles. Rate. Miles. Rate. 
Cbeewh be cccvestoveadccevews 458 $3.08 488 $3.58 
ee alin ia edly: ds atteie oot Raid ates meal 690 4.16 497 3.58 
ie ate ie o0.p tl eee ee aoe ix 8.08 346 3.58 


_From— 
Chicago 
Duluth 
St. Paul 

In other words, the new schedule increases the rates 
on pig iron from Duluth, Ashland, Manistique, Newberry 
and the other points named to both Kansas City and 
Omaha by $1.08 a ton. The respondents assert that the 
present $2.50 rate was put in effect in order to move a 
surplus of pig iron at the head of the lakes, and that 
the proposed rates are intended simply as a restoration 
of conditions existing prior to Sept. 16, 1904. They also 
call attention to the fact that the present $2.50 rate from 
Ashland and other points where the protestant has fur- 
naces runs through $3.58 territory, and therefore is in 
violation of the fourth section. They were required, as 
it is said, either to restore the Duluth rate or to reduce 
the Chicago rate; and if the latter course were pursued 
it would necessarily be followed by a reduction in the 
rates from Peoria, St, Louis, Memphis and Birmingham. 
It is also stated, although details are not given, that they 
were led to a revision of the rates by reason of complaints 
from the Chicago furnates against the more favorable 
rates into this territory from these more distant northern 
points. In this connection they call attention to the fact 
that no complaint has been made of the rates into this 
territory from Chicago. 

The protestant, on the other hand, points out that the 
new schedule cannot ‘be regarded as a restoration of rate 
conditions existing prior to September, 1904, for the rea- 
son that rates on pig iron from Chocolay, Marquette, New- 
berry, Gladstone and Manistique were not established until 
May, 1908; and the protestant therefore has not hereto- 
fore paid higher rates than it now pays; it did not in fact 
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begin to move its product into the territory in question 
until the lower rates had been in effect for four years. 
The failure of the furnaces at Duluth to join with it in 
complaining of the proposed increased rates is explained 
by the protestant by the fact that there is an identity 
of interest between the Duluth and the Chicago furnaces 
and that, as the demand upon .them can be supplied by 
the Chicago furnaces, the same interests in control at 
Duluth are not seriously affected by the increased rates 
from that point. 

Much else is said of record by the parties to the con- 
troversy, all of which has had careful consideration. It 
will suffice to say that upon all the facts of record we 
have reached the conclusion that the present rate from 
the northern furnaces to Missouri River rate territory 
may properly be advanced. We find, however, that the 
rate of $4.16 to Kansas City, as proposed by the respond- 
ents, is unreasonably high, and should not exceed $3.58 
a ton from Duluth, Ashland, Chocolay, Manistique, New- 
berry and the other northern points involved. The pro- 
posed rate of $3.58 a ton from those points to Omaha 
proposed by the respondents in the new schedule we also 
find to be an excessive rate, and we think it should not 
exceed $3.08 a ton. Such a rate from the northern points 
to Omaha as compared with the rate of $3.58 which we 
here fix from those points to Kansas City gives due 
recognition to the fact that the haul to Kansas City is 
about 200 miles longer than to Omaha. 

It may be that as a result of this view some reduc- 
tions in rates from other furnaces will necessarily follow, 
but these consequences cannot be avoided by permitting 
the respondents here to increase their rates from the 
northern points in question beyond a reasonable basis. 


ORDER. 

It appearing, That on June 20, 1912, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices for the transportation of pig 
iron, in carloads, stated in certain schedules contained 
in the following tariffs: Duluth, South Shore & Atlantic 
Railway, supplement No. 1 to I. C. C. No. 2404, W. H. 
Hosmer, agent, supplement No. 11 to I. C. C. No. A-243, 
and supplement No. 11 to freight tariff No. 1-F of western 
Hosmer, agent, I. C. C. No. A-334, supplement No. 1 to 
I. C. C. No. A-260, and supplement No. 7 to freight tariff 
No. 50-C of western trunk lines, and ordered that the 
operation of said schedules contained in said tariffs be 
suspended until Oct. 29, 1912; and by subsequent order 
the Commission continued the suspension of the schedules 
contained in the tariff of the Duluth, South Shore & At- 
lantic Railway, supplement No. 1 to I, C. C. No. 2404, until 
April 29, 1913; 

It further appearing, That on Sept. 30, 1912, the Com- 
mission entered upon an investigation concerning the 
propriety of proposed schedules of rates on pig iron 
contained in the following tariffs: W.H. Hosmer, agent, 
I. C. C. No. A-313, supplement No. 1 to I. C. C. No. A-313, 
freight tariff No. 1-G of western trunk lines, and sup- 
plement No. 1 to No. 1-G of western trunk lines, W. H. 
Hosmer, agent, I. C. C. No. A1334, supplement No. 1 to 
W. H. Hosmer, agent, I. C. C. No. A-334, freight tariff 
No. 50-D of western trunk lines, and supplement No. 1 
to No. 50-D of western trunk lines, and ordered that the 
operation of said schedules contained in said tariffs be 
suspended until Feb. 26, 1913; and by subsequent order 
continued the suspension of said schedules contained in 
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tariff, W. H. Hosmer, agent, I. C. C. No. A-334, until Aug. 
26, 1913; 

It further appearing, That the Commission by its sec- 
ond supplemental order in this proceeding, dated Feb. 1, 
1913, entered upon an investigation concerning the pro- 
priety of proposed schedules of rates on pig iron con- 
tained in the following tariffs: W. H. Hosmer, agent, 
supplement No. 4 to I. C. C. No, A-334, supplement No, 
7 to I. C. C. No. A-334, and I. C. C. No. A-364, and ordered 
that the operation of said schedules contained in said 
tariffs be suspended unti] June 26, 1913; 

And it further appearing, That a full investigation 
of the matters and things involved having been had, and 
the Commission having, on the date hereof, made and 
filed a report containing its findings of fact and conclu- 
sions thereon, which said report is hereby referred to 
and made a part hereof: 

It is ordered, That the carriers, respondents herein, 
and named in said order of suspension of June 20, 1912, 
be, and they are hereby, notified and required to cancel 
on or before June 1, 1913, the schedules specified in said 
orders of suspension. 

It is further ordered, That said carriers shall estab- 
lish and put in force on or before June 1, 1913, upon 
notice to the Interstate Commerce Commission and the 
general public by not less than five days’ filing and post- 
ing in the manner prescribed in section 6 of the Act to 
regulate commerce, and for a period of two years after 
the said June 1, 1913, to maintain and apply to the trans- 
portation of pig iron, in carloads, from Duluth, Minn., 
Ashland, Wis., and Manistique, Chocolay, Newberry, Mar- 
quette and Gladstone, Mich., to Omaha, Neb., which shall 
not exceed $3.08 per ton, and from the same points of 
origin to Kansas City, Mo., rates which shall not exceed 
$3.58 per ton, which said rates are found in the said 
report to be reasonable. 


SAND RATES PRESCRIBED 


—— 


CASE NO. 4579 OPINION NO. 2258 

(26 I. C. C. Rep., p. 515.) 

WAUKESHA LIME & STONE CO. VS. CHICAGO, MIL 
WAUKEE & ST. PAUL R. R. CO. ET AL. 
Submitied Nov. 8, 1912. Decided March 10, 1913. 

1. Present transportation rates on crushed stone and on sand 
and gravel, in carloads, from Waukesha, Wis., to Chi- 
cago, Ill., found to be unreasonable, and, in part, dis- 
criminatory. Lower and nondiscriminatory rates pre- 
scribed for the future. 

2. Rate on lime in carloads from and to the same points found 
not to be unreasonable or discriminatory. 

M. A. Jacobson for complainant. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

C. C. Wright and A. H. Lossow for Chicago & North 
Western Railway Co. 

Lines, Spooner, Ellis & Quarles for intervener. 

Report of the Commission. 

BY THE COMMISSION: 

Complainant is a corporation engaged in the pro- 
duction and marketing of lime, crushed stone, sand, and 
gravel. Its plants are located at Waukesha, Wis. By 
petition, filed Dec. 2, 1911, it assails as unreasonable 
and discriminatory the rates charged by defendants for 
transportation of its products from Waukesha to Chi- 
cago, Ill. Complainant has been in business in Wau- 
kesha since 1905. Chicago is a large market for its 
products, and at that point it has distributing yards with 
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switchtrack connections with the line of the Chicago, 
Milwaukee & St. Paul Railway (hereinafter called the 
St. Paul). The rates on complainant’s products to Chi- 
cago via the St, Paul, via the Chicago & North West- 
ern Railway (hereinafter called the North Western), and 
via the Minneapolis, St. Paul & Sault Saint Marie Rail- 
way (hereinafter called the Soo line), together with the 


respective distances are as-given in the table following. 
Carload Rates Per 100 Pounds, Via— 


C., M. & C. & N. V M., St. P. & 
From Waukesha St. P. Ry., Ry., 8. 8S. M. Ry., 
to Chicago. 105.6 Miles. 104.6 Miles. 100.4 Miles. 
Sand GH BIAVGEl. «<< ccdces $0.02% $0.04 $0.02 
Crushed stone .....--+++++++ 0344 03% 02% 
RD on nk ta 0.00840 64 Uhed thon -06 -06 .06 


Complainant’s plants at Waukesha are located in part 
on the line of the St. Paul and in part on the Soo line. 
It has no plant directly on the North Western. The 
contention is that the rates over the St. Paul and over 
the North Western are unreasonable and discriminatory 
to the extent that they exceed rates of 1% cents on 
sand and gravel, 2 cents on crushed stone, and 4% cents 
on lime. 

Complainant has invested in the business over 
$380,000, and for the past six years has paid in freight 
charges over $100,000 annually. For the year 1911 the 
shipments from its plants amounted to 57,264 tons of 
crushed stone, 133,433 tons of sand and gravel, and over 
13,000 tons of lime. The plants have an annual produc 
ing capacity of 500,000 tons of crushed stone, 500,000 
tons of sand and gravel, and 28,000 tons of lime. 

Competitors of complainant are in the sand and gravel 
business at Janesville and Beloit, Wis., on the lines of 
both defendants. From Janesville the distance to Chi- 
cago is 99.1 miles via the St. Paul and 91.1 miles via 
the North Western; from Beloit the distance is 98.5 
miles via the St. Paul and 90.5 miles via the North 
Western. From these two points to Chicago a rate of 
1% cents per 100 pounds on sand and gravel was estab- 
lished by the carriers in 1909. By a tariff intended to 
become effective March 15, 1912, the carriers increased 
the rate to 3 cents per 100 pounds, but upon complaint 
by the shippers the tariff was suspended, and after full 
investigation the Commission held that the increased 
rate was not justified. June 3, 1912, the Commission 
ordered the tariff to be canceled (24 I. C. C., 249). 

At the hearing of the present proceeding on June 12 
1912, the St. Paul agreed to give complainant the same 
rate from Waukesha that the Commission in the above 
mentioned suspension case might establish from Janes 
ville, but the agreement applies only to sand and gravel 
The North Western has not seen proper to meet the rates 
of its competitors from Waukesha on sand and gravel 
although it maintains the same rate as the St, Paul on 
crushed stone and on lime. It contends that, as com- 
plainant’s producing plants are not located on its rails, 
and as its line from Milwaukee to Chicago is already 
crowded to the point of congestion with other business, 
it does not desire the traffic, and should not be required 
to handle it. There would be force in this contention 
in view of the fact that complainant is served by two 
other lines on which its plants are located, if the North 
Western did not engage in the transportation of sand 
and gravel from Janesville and Beloit, where complain- 
ant’s competitors are located, on a rate equal to that oi 
the St. Paul. What the North Western does for com 
plainant’s competitors, it should be willing to do for 
complainant. However, shipments moving over its line 
pay a switching charge of $4 per car at Waukesha, and 
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when deliveries are made off its line at Chicago there 
s another switching charge of $6 per car. Counsel for 
omplainant has expressly disclaimed any contention that 
he Chicago switching charge shall be absorbed by the 
North Western if the rates are reduced. 


Crushed stone, sand and gravel are of the lowest 
‘rade commodities known to commerce. The value of 
erushed stone is about twice that of sand and gravel, 
but the latter is worth only about 23 cents per ton, or 
$11.50 per car of 50 tons, at the quarry. They load heavily, 
the average on crushed stone being about 47 tons, and 
on sand and gravel about 49 tons per car. They are 
indestructible and move in the cheapest grade of trans- 
portation equipment. Assuming the average actual load- 
ng of each commodity to be 90,000 pounds, or 45 tons 
per car, which is well within the evidence, the value of 
a car of crushed stone would be $20.70, and the freight 
charges to Chicago under the present rate would be $30. 
The value of a car of sand and gravel would be $10.35, 
and under the present rates the freight charges would 
be $24.75 via the St. Paul, and $36 via the North Western. 
Over the Soo line, on shipments of like weight and value, 
he freight charges would be $20.25 per car of crushed 
stone, and $18 per car of sand and gravel. Taking the 
haul via the St. Paul, the earnings under the present rates 
are 28.4 cents per car-mile, or 6.31 mills per ton-mile 
on crushed stone, and 23.4 cents per car-mile, or 5.21 
mills per ton-mile, on sand and gravel. Under the ratés 
asked for by complainant the earnings would be 17 cents 
per car-mile, or 3.78 mills per ton-mile, on crushed stone, 
and 14.9 cents per car-mile, or 3.31 mills per ton-mile, on 
sand and gravel. 


Testimony was submited by complainant intended to 
show that the rates complained of are higher than rates 
charged for similar distances between other points on 
the same commodities. On the other hand, the defend- 
ants have shown that rates recently established by the 
state of Wisconsin on the same commodities are -on a 
higher basis for similar distances than the rates asked 
for by complainant. If it definitely appeared as to the 
suggested comparisons that the conditions of transporta- 
tion were substantially the same, the evidence would pe 
entitled to more weight than can reasonably be given it 
in the absence of such showing. 


As crushed stone has about twice the value of sand 
and gravel, and as it does not load quite so heavily, a 
rate on that commodity slightly higher than on sand and 
gravel would seem to be justified. 


Considering all the facts of record, we are of opinion 
and find that the rate on crushed stone is unreasonable 
and that the rate on sand and gravel is relatively unrea- 
sonable and discriminatory. We further find that 1% 
cents per 100 pounds is a reasonable and nondiscrimi- 
natory, rate for the transportation of sand and gravel in 
carloads from Waukesha to Chicago, and that 2 cents 
per 100 pounds is a reasonable rate for the transporta- 
tion of crushed stone in carloads from and to the same 
points. The carriers defendants will be required to es- 
tablish such rates for the future, but the North Western 
will not be required to absorb out of the rates the charges 
of other lines for switching either at Waukesha or Chi- 
cago. We do-not think the case is one to justify repara- 
tion, and none will be awarded. 


For more than 20 years the rate to Chicago on lime 
has been 6 cents per 100 pounds from a group of Wis- 
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consin points, including Waukesha, served by the carriers 
defendants. A number of owners of limekilns within the 
group intervened in this case and submitted testimony 
in opposition to a reduction in the rate from Waukesha. 
The lime belt in southeastern Wisconsin extends from 
Waukesha on the south to Fox River on the north, a 
distance of about 100 miles, and covers a width of about 
30 miles. Within this district 18 different companies 
operate 28 lime-producing plants, from each of which the 
rate to Chicago has been the same for many years. Over 
$2,000,000 have been invested in these plants, induced in 
large part by the existence of the group rate and assur- 
ances from the carriers that the same would be continued 
with respect to the Chicago market. It was testified at 
the hearing that a reduction in the rate from Waukesha 
to the basis claimed in this proceding would have the 
effect of giving to that point a monopoly of the lime trade 
and would put out of business other producers within 
the group territory. 

Chicago is the principal market for all the plants 
of the group, and it is evident that whether complainant’s 
competitors shall continue as heretofore to sell in that 
market depends upon whether the present rate adjust- 
ment is maintained. This Commission has recognized 
group rates in many cases where competitive conditions 
have appeared to justify their existence. In a recent 
case we had occasion to observe that such rates are not 
infrequently the most just and promote in the highest 
degree healthy competition. In re Transportation of Wool, 
Hides and Pelts, 23 I. C. C., 151. Whether a producer is 
able to sell in a particular market usually depends upon 
the rate of freight he is required to pay. This is mani- 
festly true of the interveners in this case with respect 
to the Chicago market. If they are denied the same rate 
that complainant enjoys, they cannot compete in that 
market and must cease to do business there; and unless 
other markets are open to them, they must go out of 
the business. 

The grouping of these plants having been so long 
maintained and commercial conditions having grown up 
under an equality of freight rates from all of them, the 
situation should not be lightly or unnecessarily disturbed. 
It is not shown that complainant is unduly discriminated 
against by reason of the group rate. It stands on an 
equal footing with its competitors in the matter of trans- 
portation cost in reaching the market on which they all 
in large measure depend. The matters urged upon our 
attention do not convince us that a relation which has 
been in existence for so many years, and under which 
the lime business has prospered and large investments 
of capital have been made, should be now disturbed. 

The maintenance of a group rate requires more or 
less disregard of distance, and this sometimes results 
in varying degrees of inequality. In the present case, 
viewing the situation from every angle, and considering 
the interest of all parties, including the consuming public, 
we do not find the result to be unjust to the industry 
at any point. The propriety of a group rate must in any 
ease depend on the peculiar facts and conditions upon 
which it is predicated. In the case before us the testi- 
mony is to the effect that the industry at any point within 
the territory, in order to be successfully maintained, must 
have a rate that will permit access to the Chicago market 
on a parity with the other producing points. 
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The evidence does not show the 6-cent rate to be in 
itself unreasonable, and we do not understand that com- 
plainant so contends. The burden of its complaint is 
that the rate from Waukesha to Chicago should be rela- 
tively lower than the rate from points farther north, based 
on the difference in the distance. 

About one-half of the cost of producing lime is rep- 
resented in the cost of fuel—wood, coal, etc. Complainant 
insists that by reason of the greater proximity of its 
competitors to the sources of wood supply they get the 
advantage of lower rates on wood; and it is suggested 
that if a group rate is to be continued on the products 
of the limekilns, the carriers should be required to estab- 
lish and maintain a like group rate on the fuel necessary 
to lime production. There is dispute as to the exact 
situation in the matter of rates on wood to the various 
plants. The evidence is not sufficiently definite to enable 
us to determine whether there is discrimination by de- 
fendants against complainant in this respect or whether 
the fue] rates charged complainant are just and reason- 
able. Strictly, that question is not involved under the 
pleadings. This is not, however, a finding against the 
doctrine urged by the petitioner here, that there should 
be equality in transportation rates on fuel to these various 
plants, as well as on the products from them. That mat- 
ter we leave for consideration when it is so presented 
as to make a decision possible. An order will be entered 
in accordance with the conclusions herein announced. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before June 15, 1913, and for a period of 
two years thereafter to abstain, from charging, demanding, 
collecting or receiving their present rates for the trans- 
portation of crushed stone, sand and gravel in carloads 
from Waukesha, Wis., to Chicago, Ill, which rates are 
found in said report to be unreasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before June 15, 1913, upon notice to the Interstate 
Commerce Commission and the general public by not 
less than five days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and for a period of two years after said June 15, 1913, 
to maintain and apply to the transportation of crushed 
stone, sand and gravel, in carloads, from Waukesha, Wis., 
to Chicago, Ill., a rate not in excess of 2 cents per 100 
pounds on crushed stone, and a rate not in excess of 1% 
cents per 100 pounds on sand and gravel, which rates are 
found in said report to be reasonable, provided, however, 
that the defendant Chicago & North Western Railway Co. 
shall not be required to absorb out of the rates the charges 
of other lines for switching either at Waukesha or Chi- 
cago on shipments of said commodities over its line from 
said Waukesha to said Chicago. 
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PRESCRIBES CLASS RATES 


———— 


OPINION NO, 2259 

(26 I. C. C. Rep., P. 520.) 

CORPORATION COMMISSION OF OKLAHOMA VS. 
ABILENE & SOUTHERN RAILWAY CO. ET AL. 

Submitted Jan. 16, 1913. Decided March 11, 1913. 

In the original report the Commission found that defendants 
class and commodity rates from Oklahoma into Texas wer: 
unreasonable and unjustly discriminatory and held the cas: 
open for the parties to submit a proposed scale of clas 
rates mutually satisfactory to them if such a scale be 
agreed upon in the conference which the Commission sug 
gested they hold with that end in view. Complainant and 
the carriers have held such a conference, but have failed 
to agree. The Commission therefore prescribes reasonab! 
maximum class rates herein. 

George A. Henshaw and C. B. Bee for complainant 

W. V. Hardie for Oklahoma Traffic Association, in- 
tervener. 

H. G. Struble for Hale-Halsell Grocery Co., intervener 

W. F. Dickinson and Wallace T. Hughes for Chicago 

Rock Island & Gulf Railway Co.; Chicago, Rock Island 

& E] Paso Railway Co., and Trinity & Brazos Valley Rail- 

way Co. 

T. J. Norton and A. C. Fonda for Atchison, Topeka 

& Santa Fe Railway Co.; Gulf, Colorado & Santa Fe 

Railway Co.; Pecos & Northern Texas Railway Co.; Pecos 

River Railroad Co.; Texas & Gulf Railway Co.; Guif & 

Interstate Railway Co. of Texas, and Concho, San Saba 

& Llano Valley Railway Co. 

W. W. Miller for Missouri, Kansas & Texas Railway 


CASE NO. 3983 


Co. 

J. F. Garvin for Missouri, Kansas & Texas Railway 
Co. of Texas. 

J. H. Johnston for Missouri, Oklahoma & Gulf Rail- 
way Co., and Missouri, Oklahoma & Gulf Railway of Texas. 

F. H. Wood and E. K. Voorhees for St. Louis & San 
Francisco Railroad Co.; Beaumont, Sour Lake & Western 
Railway Co.; Fort Worth & Rio Grande Railway Co.; 
New Orleans, Texas & Mexico Railway Co.; Paris & 
Great Northern Railroad Co., and St. Louis, San Francisco 
& Texas Railway Co. 


Supplemental Report of the Commission. 


CLEMENTS, Commissioner: 

In the original report in this case we passed upon the 
reasonableness of the class and commodity rates from 
points in Oklahoma to destinations in Texas. Those rates 
are made, as shown in that report, on the basis of the 
so-called standard scale, which is also the basis upon 
which are constructed rates on the fifth and lettered 
classes in the reverse direction, or from Texas points o! 
production to Oklahoma destinations. Rates to Oklahoma 
points, on the first four classes from certain Texas job 
bing points, including Dallas and Fort Worth, are made 
however, on basis of the so-called jobbers’ scale, which, 
generally speaking, is lower than the scale prescribed 
by the Texas commission on intrastate traffic. The Texas 
scale is in turn much lower than the standard scale. A 
comparison of these different bases of rates is shown, fo! 
certain distances, in the original report. 

While the petition herein also alleged unreasonable 
ness per se in the southbound rates between Oklahoma 
and Texas, the evidence and argument were directed 
principally to the alleged undue discrimination against 
the Oklahoma jobber into Texas in favor of the Texas 
jobber into Oklahoma by reason of the lower rates ac 
corded to the latter under the jobbers’ scale applicable 
on the first four classes, as shown above. The Commis- 
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sion sustained complainant’s general contentions in the 
following findings and conclusions: 


Considering all of the facts of record, we find that the class 
nd commodity rates from Oklahoma into Texas, as shown in 
Leland’s southwestern lines tariff, series No. 26, I. C. C. No. 
\31, and supplements, are unreasonable and unjustly discrimin- 
itory. The remaining question is the extent of this discrimina- 
tion. 

The so-called Oklahoma uniform jobbers’ scale appears to 
have originated in Kansas and later to have been extended 
to traffic between Oklahoma and Kansas, Oklahoma and Ar- 
c<ansas, Texas into Oklahoma, and, as stated, for a short time 
from Oklahoma into Texas. No convincing reason has been 
advanced for withdrawal of these rates from Oklahoma into 
Texas, and no evidence has been submitted that they were 
unremunerative to the carriers. Neither does the present rec- 
ord warrant the Commission in sanctioning the correction of 
the general rate adjustment between Oklahoma and Texas by 
an increase alone in the northbound rates on the first four 
classes, as defendants suggest. We feel, however, inasmuch 
as a revision is asked on all the classes on basis of the jobbers’ 
scale effective on the first four classes northbound, with 
changes in the other classes to preserve their proper relation 
hereto and with corresponding reductions on all classes be- 

ynd its present mileage, that the resulting adjustment would 
somewhat low for application between these states. We 
ire not disposed to decrease the revenues of the carriers on 
this traffic, nor, on the other hand, to sanction any material 
idvance in that revenue, but rather to establish a scale for 
application between the states which will yield substantially 
the same return as the present rates. This recessarily means 
some increase in the northbound rates on the first four classes 
ind such decrease on the remaining classes northbound and on 
all classes southbound as will preserve the necessary balance. 

In working out a satisfactory and just scale, there doubt- 
less are many facts within the knowledge and experience of the 
respective parties to this complaint bearing upon local con- 
ditions and requirements in this general territory, which are 
not a part of the present record, but the knowledge of which, 
the general basis or level of the future rates once determined 
by the Commission, would be of aid in an expeditious handling 
of the matters presented. This observation is particularly 
pertinent to the commodity-rate adjustment, which must be 
dealt with according to the transportation conditions between 
specific points, and to the panhandle, where different conditions 
prevail from the conditions obtaining in the remainder of the 
state of Texas. Differential territory must be lined up and 
suitable arbitraries established for hauls over more than one 
line. We have therefore thought it proper and expedient to 
extend the opportunity to the respective parties to submit, after 
conference with each other, a proposed basis in accordance 
with the views herein expressed to the Commission for its con- 
sideration. We are also prompted somewhat to this course by 
a suggestion of one of the parties complainant, that with fifth 
class and class A on a proper basis, many commodity rates 
can perhaps be dispensed with. 

It is our view that a mileage scale should be used up to 
300 miles and that grouping beyond that distance, if thought 
advisable by the parties, should comprehend groups in Okla- 
homa as well as in Texas. 


It thus appears, to recapitulate the essentia] facts, 
that the Commission’s findings were that the carriers were 
not justified in charging a higher basis of rates south- 
bound than northbound between Oklahoma and Texas, 
but that in removing the present discrimination in that 
respect it was its desire not to either materially increase 
or diminish the carriers’ revenues on the present aggre- 
gate volume of traffic between the states as a whole. 

The complainant and the carriers have met together 
in the conference suggested by the Commission in the 
original report, but have failed to agree, perhaps out of 
an abundance of caution for their respective interests, 
upon a mutually satisfactory scale. They therefore sub- 
mit their respective suggestions as to what these rates 
should be. 

The carriers suggest that the Commission prescribe 
the Texas scale in its entirety, with upward gradations 
beyond its limit of 245 miles, although it will appear from 
examination of the original report that certain of them 
admit the existence of an “abnormality” in that scale, 
in the narrow spread between the first and fourth classes. 
An examination reveals that the fourth class rate of the 
Texas scale is almost uniformly 80 per cent of first. 

In opposition to the carriers’ suggestion the com- 
plainants contend that inasmuch as the state of Texas 
is blanketed at the 245-mile rate for al] distances in 
excess of 245 miles, the rates for all distances up to 245 
miles must have been made with some reference to the 
longer hauls at the 245-mile rate, and therefore much 
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higher than they would have been made as a reasonable 
charge for the specific service performed. The com- 
plainants indicate their willingness, however, to accept 
the Texas scale if applied as it is in Texas; that is, if all 
distances beyond 245 miles are blanketed at the 245-mile 
rate instead of grading upward from that point as the 
distance increases. 

The complainants therefore suggest the following 
basis: They estimate that about 70 per cent of the traffic 
between Oklahoma and Texas is northbound under the 
jobber’s scale and 30 per cent of it southbound under 
the standard scale. They therefore take 70 per cent of 
the average fourth class rates for different distances ynder 
the former scale and 30 per cent of that rate under the 
latter, add them together, and adjust the other classes 
on the percentages obtaining in the class rates prescribed 
by the Commission for application from Galveston to 
Oklahoma City in Southwestern Shippers and Traffic Asso. 
vs, A., T. & S. F. Ry. Co., 24 I. C. C., 570. 

We are not favorably impressed with the scale of 
rates proposed by defendants. Nor are we satisfied that 
the basis proposed by complainant would not materially 
diminish the carriers’ revenues. Even accepting as ap- 
proximately correct complainant’s estimate of the present 
percentages of the total volume of traffic which moves 
northbound and southbound, respectively, there can be 
no assurance that those percentages would be maintained 
under the proposed equalization as between the north- 
bound and southbound rates. 

We have further considered the record in this case 
in connection with the above suggested scales of rates, 
and we find that defendants’ class rates from Oklahoma 
into Texas are unreasonable under section 1 of the act 
to the extent they exceed the following, to wit: 


Classes. 


Se 3 $ 3 2°3 ¢°- 3B BD 
10 miles and under....... 13 123 ik S 4:49 ae Bass 
15 miles and over 10..... i» 2. 7 8 6 5 5 4 
20 miles and over 15..... a > es et es ee 
25 miles and over 20..... 3 3. Be oe. BS 2 ee 8 ee 
30 miles and over 25..... 20 18 16 14 12 13 121 9 7 6 
35 miles and over 30..... 22 20 18 16 14 15 13 10 8 7 
40 miles and over 35..... 28 21 19 17 15 16 14 11 9 7 
45 miles and over 40..... 26 23 21 19 17 18 146 12 10 8 
50 miles and over 45..... 27 25 23 21 18 19 16 13 11 8 
55 miles and over 50..... 28 26 24 22 18 19 16 123 ili 9 
60 miles and over 55..... 30 28 26 24 19 20 17 14 12 9 
65 miles and over 60..... 32 29 27 25 20 21 18 15 13 10 
70 miles and over 65..... 33 30 28 26 21 22 19 16 13 10 
75 miles and over 70..... 35 32 28 26 21 22 20 17 14 ll 
80 miles and over 75..... 37 34 30 27 23 24 21 18 14 11 
85 miles and over 80..... 38 35 31 27 23 24 31 138 14 ili 
90 miles and over 85..... 40 37 33 29 24 236 23 19 16 13 
95 miles and over 90..... 42 38 34 30 25 26 232 19 16 13 
100 miles and over 95..... 43 39 35 31 26 37 33 31 16 18 
110 miles and over 100.... 46 42 37 34 28 29 25 22 17 14 
120 miles and over 110.... 50 45 39 36 29 30 26 23 18 15 
130 miles and over 120.... 52 47 41 37 30 31 28 25 19 16 
140 miles and over 130.... 55 49 43 39 31 32 30 26 20 17 
150 miles and over 140.... 58 52 45 40 32 33 31 26 21 18 
160 miles and over 150.... 60 55 48 42 34 35 32 27 21 16 
170 miles and over 160.... 63 58 51 43 36 37 33 28 21 16 


180 miles and over 170.... 65 

190 miles and over 180.... 67 

200 miles and over 190.... 70 63 & 4 

220 miles and over 200.... “e 65 57 48 41 42 37 31 23 19 


240 miles and over 220.... 78 68 59 50 42 43 88 32 24 19 
260 miles and over 240.... 82 72 62 53 43 44 40 33 25 20 
280 miles and over 260.... 86 75 65 55 44 45 42 34 26 21 
300 miles and over 280.... 89 78 67 57 45 46 42 35 27 22 
330 miles and over 300.... 94 82 70 59 47 48 44 37 29 24 
360 miles and over 330.... 98 85 72 62 49 50 46 38 30 25 


400 miles and over 360....102 88 74 64 50 51 47 39 31 26 
450 miles and over 400....106 91 76 66 52 53 49 40 32 28 
Differentials for joint rates 8 i Se a SS Se oe Ss 


We further find that said class rates, to the extent 
they exceed defendants’ class rates contemporaneously 
effective from Texas into Oklahoma, subject the shippers 
thereunder to undue prejudice and disadvantage, and give 
to the shippers in the opposite direction between these 
states under class rates, an undue preference and advan- 
tage in violation of section 3 of the act. 
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We should also state that our findings, as stated 
therein, apply equally to the commodity rate adjustment 
southbound, and that we shail expect the carriers to estab- 
lish commodity rates southbound between these states 
which shall not exceed their commodity rates contempo- 
raneously in effect northbound. 

An order will be entered in accordance with these 
views. 


ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on May 7, 1912, made and filed its original report con- 
taining its findings of fact and conclusions thereon; and 
having also, on the date hereof, made and filed its sup 
plemental report, which said reports are hereby referred 
to and made a part hereof, and the Commission having 
found in said reports that the above-named defendants 
have been and are subjecting the shippers of freight from 
Oklahoma into Texas to class rates which are unreason- 
able under section 1 of the Act to regulate commerce and 
unduly prejudicial under section 3 of said act: 

It is ordered, That said defendants be, and they are 
hereby, notified and required to cease and desist, on or 
before June 15, 1913, and for a period of two years there- 
after abstain, from charging, demanding, collecting or 
receiving said class rates from Oklahoma into Texas. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before June 15, 1913, upon notice to the Interstate 
Commerce Commission and the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of two years after the said June 15, 1913, maintain 
and apply to the transportation of freight from Oklahoma 
into Texas class rates which shall not exceed the follow- 
ing, as reasonable maximum rates, to wit: [Rates as in 
body of decision.—Ed.] 

And it is further ordered, That said defendants be, 
and they are hereby, notified and required to establish, 
on or before June 15, 1913, and for a period of two years 
thereafter maintain and apply to the transportation of 
freight from Oklahoma into Texas class rates which shal] 
not exceed their class rates contemporaneous.y in effect 
from Texas into Oklahoma. 





TEXAS COMMON POINT CASE 


1. & S. DOCKET NOS. 116 AND 116-A 
OPINION NO. 2261 
(26 I. C. C. Rep., P. 528.) 

IN THE MATTER OF THE INVESTIGATION AND SsUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF CERTAIN COM- 
MODITIES BETWEEN CERTAIN STATIONS LO- 
CATED IN TEXAS COMMON POINT TERRITORY 
AND ST. LOUIS, MO., AND OTHER POINTS. 


Submitted Feb. 12, 1913. Decided March 11, 1913. 


1. By the tariffs under ere the respondents undertook 
to put into differential territory certain towns in Texas 
that for eight years have been in common point terri- 
tory, and they attempt to justify the resulting proposed 
imcreases in rates largely on the ground that unless this 
is done Amarillo, another and competing community, must 
also necessarily be put into common point territory. While 
the extension of common point territory has not been 
favored by this Commission, yet when the southwestern 
lines prepare to narrow their boundaries, they must do 
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so in fair regard to the rights of the communities which 
they propose to exclude in their relation to communities 
which they propose to retain within the favored area. 
Held, That the respondents have failed to meet the bur- 

den of proof imposed upon them by the law. 5 

2. Although not prepared to grant the petition of Amarillo for 
common point rates, it is nevertheless indicated by the 
Commission, on all the facts of record, that Amarillo is 
entitled to some relief, and that substantial justice will 
be done by requiring the southwestern lines to carry out 
the plan, at one time practically agreed upon, of giving 
it rates upon certain commodities on a parity with com- 
mon point rates. 

James L. Coleman and J. W. Terry for Atchison, To- 
peka & Santa Fe Railway system. 

Henry G. Herbel, Fred G. Wright and C. Schoenfelder 
for Texas & Pacific Railway Co. and International & Great 
Northern Railway Co. 

W. F. Dickinson and S. H. Tolinson for Chicago, Rock 
Island & Pacific Railway Co. 

H. A. Scandrett for Sunset Centra] Lines. 

Martin L. Clardy, Henry G. Herbel and Fred G. Wright 
for Missouri Pacific Railway Co. and St. Louis, fron Moun 
tain & Southern Railway Co. 

J. L. West for Missouri, Kansas & Texas Railway Co 
and Missouri, Kansas & Texas Railway Co. of Texas. 

J. L. Lockett, Jr.. and W. C. Preston for Fort Worth 
& Rio Grande Railway Co. 

John A. Smith for New Orleans Board of Trade. 


F. A. Leland for Southwestern Tariff Committee. 
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S. H. Cowan for San Angelo Chamber of Commerce 
and other parties in interest. 

Williams & Stedman for Amarillo Chamber of Com 
merce, intervener. 

Report of the Commission. 
HARLAN, Commissioner: 

In view of the vigorous protests made by commercial 
organizations representing the towns affected, the Com- 
mission, by its order of June 1, 1912, suspended certain 
commodity tariffs filed by the southwestern lines, th¢ 
respondents herein, for the avowed purpose of restricting 
the area of what is known as the common point territor) 
of Texas. The necessary consequence of the tariffs, if 
allowed to become effective, will be to put outside tha 
territory and into the so-called differential territory 
number of towns that for years have enjoyed commo! 
point rates. 


The rate adjustment to Texas points has often been 
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referred to as unusual and peculiar; as a matter of fact, 
it ig unusual only in the extraordinary extent of the ter- 
ritory affected by the adjustment. It is really nothing 
more nor less than a very broad rate group, not dupli- 
cated elsewhere in the country, except by the even larger 
rate group established under the tariffs of the transcon- 
tinental lines. The competitive conditions out of which 
the common point rates grew have been explained in 
Dallas Freight Bureau vs. M., K. & T. Ry. Co., 12 I. C. C., 
197, and need not be repeated here. It. will be sufficient 
to say that the common point territory, as now consti- 
tuted under the tariffs of interstate carriers, comprises 
all that part of Texas lying east of a line commencing 
at Quanah on the north and running thence in a southerly 
direction through Big Springs and San Angelo to Corpus 
Christi, on the Gulf of Mexico. This western boundary 
is indicated on the accompanying map by the dotted line. 
In general, all points in this very large territory, 500 
miles in extent from north to south and 450 miles from 
east to west, take the same commodity rates from any 
point in the United States on or east of the Missouri and 
Mississippi rivers. In the northern part of the territory 
is an area commonly known as the burnt district, to 
which lower rates are in effect from Kansas City and 
intervening territory. The territory lying west and south 
of the common point territory is known as differential 
territory, and to all points within it rates are made by 
adding differentials to the common point rates. There- 
is also a territory in the vicinity of Galveston and Houston 
to which rates lower than the common point rates are 
applied; but with these rates we are not concerned here. 
The average distance from St. Louis to Texas common 
points is 800 miles; this was our finding in the South- 
western Rate Advance case, 20 I. C. C., 463, and it is 
admitted here to be approximately correct at this time. 

The common point rate adjustment in Texas has been 
a matter of comparatively slow development. It origi- 
nated out of the fact that interior Texas is accessible 
through so many gateways; traffic flows into all parts 
of the state, not only by way of the ocean and gulf and 
on the Red River, but over the rail lines entering the state 
through its eastern and northern boundaries. The com- 
petition of the carriers reaching the state from these 
different directions resulted in putting a large part of 
the state on the same rate level, and was largely, if not 
altogether, responsible for the successive extensions of 
the common point territory toward the west. Possibly 
the orders of the state commission respecting state traffic 
may have contributed to the extension of the common 
point territory for interstate traffic; but an experienced 
railroad witness said on the hearing that this was not 
the case. It is not altogether clear, however, that this 
is an accurate view of the situation. Nevertheless, it is 
true that the successive extensions of the territory, so 
far as interstate traffic is concerned, have voluntarily 
been made by the carriers in the sense that they have 
not been required under any order of this Commission. 
In a number of cases before us communities in differential 
territory have demanded that they be included in common 
point territory, but in none of them did we find the record 
sufficient to justify such an order. So far as interstate 
traffic is concerned, it appears, therefore, that the car- 
riers have been forced by competition among themselves 
and by other conditions to enlarge the common point 
territory. The last extension was made on Sept. 19, 1904, 
at which time the present western boundary line was 
established. 
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That extension took out of differentia] territory and 
put into common point territory certain towns, among 
which the most important were Sweetwater, Big Springs, 
San Angelo, Brady and Ballinger. These communities 
have therefore enjoyed the common point rates for more 
than eight years. By the tariffs under suspension it is 
proposed now to raise their rates by restoring them to 
differential territory. As heretofore stated, the present 
common point territory has been a matter of slow de- 
velopment. But the changes that have taken place in 
it have been in the direction of enlargement; there has 
been no restriction or drawing in of its boundaries. There 
is of record some vague impression that a restriction 
was attemped in 1906; but if it was made effective at all 
it was for a period of less than 40 days. The tariffs under 
suspension are the first definite undertaking on the part 
of the carriers to narrow the area; it is proposed to do 
this by establishing the western boundary line farther 
toward the east, thus taking certain towns out of common 
point territory and to that extent broadening the so-called 
differential territory. 

It is substantially admitted of record that the pro- 
posed increase in the rates of these towns, by taking 
them out of common point territory and putting them 
into differential territory, was not based on any real 
consideration of the merits of the new rates or upon any 
substantial consideration of the rate relation of those 
communities to other communities in common point ter- 
ritory. The fact is that recent railroad construction has 
left the respondents on the horns of a dilemma; they 
must either raise the rates of the towns in question by 
putting them out of common point territory and into 
differential territory, or they must lower the rates of 
Amarillo by taking it out of differential territory and 
putting it in common point territory. Being compelled 
by new conditions to accept one of these alternatives, 
the respondents frankly state of record that they took 
the course that would have the least effect upon their 
revenues. In other words, Amarillo has grown to such 
importance and has so large a traffic that the loss of 
revenues attending the lowering of its rates by putting 
it in common point territory would be substantially greater 
than the gain resulting from raising the rates of the points 
in question by putting them back into differential territory. 
The latter course was therefore adopted and is the pur- 
pose underlying the tariffs under suspension. 

Should Amarillo be brought into common point ter- 
ritory the direct effect on its revenues, as estimated by 
the Santa Fe, will not exceed $25,000 a year. But the in- 
direct effect, it is thought, will be of greater consequence 
for the reason that the Amarillo rates will have to be 
graded back into Oklahoma and Kansas. The Roswell 
rates, and rates into Roswell territory, will also be affected 
to some extent, a relation of rates between Roswell and 
Amarillo having been established in Roswell Commercial 
Club vs. A., T. & S. F. Ry. Co., 12 I. C. C., 339. It is clear 
that the effect on the revenues of the other southeastenn 
lines will not be so great as upon the revenues of the 
Santa Fe. The estimates offered by the Santa Fe of 
the effect on its revenues from the inclusion of Amarillo 
in common point territory include both class and com- 
modity traffic. It may be well to add that the class rates 
to common point territory are still under the control of 
our orders in the Southwestern Rate Advance case, 20 
I. C. C., 463; it is understood, however, that upon the 
expiration of the order in May next the respondent lines 
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propose to take similar steps to narrow the common point 
area with respect to class traffic also. 


The Carriers’ Position. 


Practically the only effort made by the respondent 
carriers to meet the burden cast upon them by the statute, 
of justifying this proposed increase in the rates of a num- 
ber of more or less. substantial communities, was by 
showing that unless the rates are increased another and 
a competing community will be entitled to lower rates 
than it now enjoys. It was suggested that the logical 
western boundary of the common point area would be 
the line established by the carriers in 1887, just west 
of Fort Worth; that, however, is not the line proposed 
by the tariffs under suspension. It was also said that 
the country surrounding the towns in question has been 
so affected by droughts during the past four or five years 
as to modify its outlook as an agricultural country and 
cause the farmers to some extent to revert to cattle 
grazing. But an earnest protest was made at the hearing 
against this view, and certainly the enthusiastic descrip- 
tions of the country by some of the witnesses gave no 
indication of any lack of hope in its steady and sound 
development. It was also asserted that new settlers are 
no longer coming into the country, and that there has 
been an actual decline in the population of some of these 
towns. It must be remembered, however, that the towns 
in question have long been in common point territory; 
that they were put there voluntarily by the carriers, and 
because, in the judgment of the carriers, their relation 
to competing points in the territory not only justified but 
required them to be put on the same rate basis. It is 
true that the absence of rain for some years has slowed 
up their growth, which prior to that time had been rapid 
and continuous. This burden these communities have 
been compelled to bear, and must continue to bear, should 
it develop that there has been a permanent change in 
climatic conditions. The effect of the drought is also 
shown in the revenues of the carriers; but, apparently 
on the assumption that the droughts will continue for 
the indefinite future, the carriers, instead of sharing the 
consequences with the shippers, now seek to relieve them- 
selves of the burden by increasing their rates. These 
climatic conditions have been emphasized by the respond- 
ent lines, but they have not undertaken to show any 
other change in the relations between the towns in ques- 
tion and other communities that are to remain in common 
point territory. All these trading centers are still in 
competition with one another, and the conditions which 
caused the carriers to put them on the same rate basis 
with one another still exist. 


Have Not Justified Increases. 


An attentive examination of the record has led us 
to the conclusion that the carriers have not justified the 
proposed increased rates for these towns, and have there- 
fore failed to meet the burden of proof imposed upon 
them by the statute. When first put into common point 
territory the traffic of these communities was substantially 
less in volume than at this time. They contend, therefore, 
that if they were then entitled to common point rates 
they are much more entitled to them now. They also 
call attention to the fact that they were voluntarily put 
in common point territory by the carriers, and that their 
business had been adjusted ‘to that rate basis. They 


regard it as an especial hardship now to have higher 
rates added to the burdens that the successive droughts 
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have put upon them. Moreover, it appears that in some 
cases the short-line mileage is less now than when they 
were first put into common point territory. The short- 
line distance from Kansas City to San Angelo, for ex- 
ample, was then 857 miles. It is now 732 miles. From 
St. Louis the short-line distance was 1,059 miles. It is 
now Only 940 miles. There is another fact upon which 
some stress is laid: Most_of these towns have contrib- 
uted to the new construction of the carriers, and in addi- 
tion have subscribed for substantial amounts of bonds 
Ballinger paid $80,000 to the Abilene & Southern; Brady 
gave $45,000 in cash to the Santa Fe, and in addition 
donated to it its entire right-of-way through the county 
and town and also its station grounds, at an additional 
expense of $45,000. San Angelo contributed to the Kan- 
sas City, Mexico & Orient $100,000 in money; it also 
donated its right-of-way through the county and bought 
$300,000 of its bonds. When the Santa Fe built its line 
from San Angelo to Sterling City in 1910, San Angelo 
donated the right-of-way and $40,000 in cash. The droughts 
have interfered with the payment of some of these 
amounts; in other cases the carriers have extended the 
notes, and in some instances have canceled the pledges 
It is but proper to state these facts, although we have 
attached no importance to them in reaching the conclusion 
that the plan proposed by the respondents, of putting 
these towns back into differential territory, has not been 
justified of record. We find from the evidence adduced 
of record that the rates proposed by the respondents on 
the traffic of the communities in question are excessive 
and unreasonable, and that any rates upon: such traffic 
for the future in excess of the rates on the traffic of 
adjacent points in the common point territory of Texas 
will also be unduly discriminatory. 
Common Point Territory Large. 

The common point territory is perhaps unduly large 
and we have so intimated on various occasions. Its ex 
tension has not been favored by this Commission. Never 
theless, when the southwestern lines prepare to narrow 
its boundaries they must do so in fair regard to the rights 
of the communities which they propose to exclude, in 
their relation to the communities which they propose to 
retain within the favored area. They have failed to do 
this in these tariffs. They have simply attempted to keep 
Amarillo out of common point territory by excluding its 
immediate competitors, overlooking the fact that these 
competitors of Amarillo have rights growing out of their 
relation with other communities that are still to remain 
in common point territory. The difficulty here is that 
the respondent lines have not gone far enough; they have 
made no effort to reform the boundaries of the common 
point territory on proper and consistent grounds, but only 
an effort so to reform it as to keep Amarillo out. 

The intervention of Amarillo herein asking that it 
be given common point rates is the real issue before us 
The tariffs by which it is proposed to exclude certain 
competing towns from common point territory were filed 
by the southwestern lines simply in anticipation of a 
demand on the part of Amarillo for common point rates 
The same relief was demanded by Amarillo in 1906 in 
Nobles Bros. Grocer Co. vs. F. W. & D. C. Ry. Co., 12 
I. C. C., 242; and a proper understanding of the presen! 
situation requires a brief reference to the conditions then 
existing. 

At that time the rails of the Santa Fe and of the 
Texas & Pacific in this part of Texas were substantially 
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250 miles apart; between Amarillo on the Santa Fe and 
Sweetwater on the Texas & Pacific was a vast stretch 
of country without a railroad and devoted almost exclu- 
sively to grazing. There were a few small settlements, 
but no town of importance. On this record it is shown 
hat there were no wholesale houses at Sweetwater until 
after our decision in that case, and only two jobbing 
houses at Big Springs. There was no town of commer- 
cial importance on the Texas & Pacific, and the wagon 
roads, leading from Amarillo into this country to the 
south, were substantially better than the country roads 
extending northward from points on the Texas & Pacific. 
The result of these conditions was that the merchants 
ff Amarillo with their wagons were early in control of 
jobbing business throughout this area. In conse- 
ience Amarillo’s population rapidly increased, numerous 
obbing houses were established there, and in 1906 we 
were asked in the case cited to extend the limits of 
common point territory by including Amarillo within it. 
We denied relief, but because of its proximity to Kansas 
City we held that Amarillo ought to have the so-called 

burnt district rates. 

Situation Has Changed. 

Even while that case was pending before us the rela- 
tion of Amarillo to the general situation had begun io 
change. The Pecos & North Texas, now a branch of the 
Santa Fe, was building southward from Amarillo in the” 
direction of Sweetwater; and shortly after our decision 
was announced that line was operating trains into Plain- 
view, 74 miles south of Amarillo. It reached Lubbock, 
121 miles south of Amarillo, at the close of the year 1909, 
and entered Sweetwater in July, 1911. As construction 
progressed settlers came into the country in large num- 
bers, ranches were broken up into farms, and agriculture 
took the place of cattle grazing as the principal occupa- 
tion in the country districts. In the meanwhile Sweet- 
water has grown from a hamlet of 1,000 persons to a 
thriving town with a population of 5,000 inhabitants. Job- 
bing houses have been established there, and they reach 
out into the territory to the north as keen rivals of the 
merehants of Amarillo. At this time it in fact appears 
that Sweétwater is the most active competitor of Amarillo 
in the country that lies between them. Sweetwater has 
an advantage over Abilene and Big Springs in that it 
has a direct route,.over one line only, into this territory 
to the. north, while the route from the other two points 
is indirect and involves a two-line haul; under the state 
tariffs their distributing rates are therefore higher. The 
most important factor in the general situation, however, 
is that Sweetwater also has an advantage over Amarillo 
in that it is within the common point territory, while 
Amarillo is in differentia] territory. Amarillo’s rates are 
higher, although its haul is shorter. The indication of 
record is that a large part of the merchandise distributed 
in this extensive territory between Amarillo on the north 
and Sweetwater on the south moves over the Santa Fe 
rails through Amarillo. The Amarillo rates, being higher 
than those of Sweetwater, are therefore in conflict with 
the fourth section, although protected for the present by 
fourth-section applications. 

These very material changes in conditions at Amarillo 
and in its relation to the surrounding territory prepared 
the carriers for the demand made upon them by the 
merchants of Amarillo, soon after our decision in the 
case last cited, for an entire readjustment of the rate 
situation. There can be no- doubt at all from the record 
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that the southwestern lines serving Amarillo felt that 
there was some justice in its demands. It is not neces- 
sary, however, to recount the history of the negotiations 
that followed. They were somewhat protracted, but finally 
reached a point where both sides were ready to make 
concessions. Growing out of the negotiation came a sug- 
gestion by the carriers that if the commercial interests 
of Amarillo would select a list of the commodities in 
which they were most interested the carriers would en- 
deavor to establish rates upon them on a parity with 
the common point rates. It should be borne in mind that 
the jobbers of Amarillo were not contending that their 
rates were unreasonable, but only that they were dis- 
criminatory as compared with the rates enjoyed by 
Quanah, Sweetwater and other points in common point 
territory. The merchants therefore presented such a list 
of commodities, and we think it fairly established by the 
record that there was practically an understanding that, 
on those commodities, rates would be fixed on a parity 
with common point rates. This plan, however, was never 
made effective. 
Contention of Amarillo. 


Although there are some indications that the severe 
droughts of the last five years have retarded the develop- 
ment of Amarillo as they have retarded the development 
of the surrounding country, nevertheless during the last 
10 years its population has increased from 1,400 to 14,000. 
It is one of 11 first-class post offices in the state of Texas; 
it has five banks, with aggregate deposits in November, 
1912, of over $3,000,000; it is reached by four lines of 
railroad, the Rock Island, the Fort Worth & Denver City, 
the Southern Kansas of Texas, and the Pecos & North 
Texas, the last two being now in the Santa Fe system. 
It is a large jobbing center, distributing in less-than- 
carload shipments traffic that comes inbound in carload 
lots. There are five or six wholesale groceries there, one 
of them doing a business of over $1,000,000 a year. One 
hardware firm has a business approximating $425,000 a 
year. In addition there are wholesale dealers in dry 
goods, fruit, bicycles, agricultural implements and other 
substantial articles of commerce. It is a common point 
with respect to state traffic, and has been since 1905; 
it therefore enjoys common point rates from Galveston 
and other Texas ports. A hardware merchant testified 
that 40 per cent of his shipments came through the gulf 
ports. It takes burnt-district rates along with Sweetwater 
and Quanah. But on traffic from St. Louis and defined 
territories it takes a differential over common point rates, 
to its substantial disadvantage as a jobbing point. 


The merchants and shippers of Amarillo have pre- 
sented their case with great earnestness and in the con- 
fident belief that the relief prayed must necessarily be 
granted on the showing made. On the other hand, the 
defense offered by the respondents is directed largely 
to the consequences of such a step rather than to the 
merits of the demand. Moreover, although in their con- 
ferences and correspondence with the representatives of 
Amarillo the southwestern lines have shown a clear ap- 
preciation of the changed conditions above described and 
of the necessity of giving Amarillo some relief, neverthe- 
less they have hesitated to make it a common point, not 
because of the direct effect of such a readjustment of 
rates upon their revenues, but rather because of its in- 
direct effect. They point out that the present area of 
the common point territory is larger than any state in 
the Union, except Colorado, Montana and New Mexico, 
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and embraces a large part of the population and area of 
the state. The fear expressed by the carriers is that, if 
Amarillo is given common point rates, the result will be 
finally to extend such rates to the entire state. Dalhart, 
for example, on the Rock Island, 82 miles northwest of 
Amarillo, has always had the same rates as Amarillo; 
and in Roswell Commercial Club vs. A., T. & S. F. Ry. Co., 
12 I. C. C., 339, as hereinbefore stated, we fixed a relation 
of rates between Amarillo and Roswell; lower rates to 
Roswell would therefore follow a lowering of the rates 
to Amarillo. It is contended also that towns on the Rock 
Island between Amarillo and Texola, and on the Fort 
Worth & Denver City between Quanah and Amarillo, 
would have to be put in common point territory; and 
that points westward and southward, now taking dif- 
ferentials grading up from Amarillo, would require re- 
vised rates. The estimated loss for the past year, of the 
Southern Kansas of Texas and the Pecos & Northern, on 
the basis of all these rate revisions that the carriers 
assert would necessarily follow the granting of common 
point rates to Amarillo, was $25,517.76. 


Present Conditions Should Control. 


After a careful examination of the record we are not 
prepared fully to grant the prayer of the intervening peti- 
tion of Amarillo. We have said that the common point 
territory of Texas has been enlarged from time to time, 
but has never been restricted. The statement is not 
altogether accurate. As a matter of fact, an effort to 
force a reduction in its divisions caused the Fort Worth 
& Denver City to make certain arrangements with its 
connections that finally resulted in extending common point 
rates to Amarillo. This took place in November, 1891, and 
Amarillo continued to have the benefit of a rate parity on 
interstate traffic with towns in common point territory until 
June 10, 1895, a period of nearly four years. But this 
occurred many years ago, and the conditions that brought 
it about were special in character. It is an incident in 
the rate history of Amarillo to which we can attach little 
importance now. The rights of Amarillo must be deter- 
mined in the light of present conditions. Viewed from 
that standpoint, there can be no doubt that we would not 
hesitate on this record to put Amarillo on a parity with 
Quanah, for example, on traffic moving from such a dis- 
tance as St. Louis and the defined territories, if those 
two points could be considered by themselves and wholly 
apart from other points in Texas. But the rights of 
Amaril'o cannot be considered without giving some heed 
to the conditions that surround it. Quanah is in the com- 
mon point territory, an already unusually extensive rate 
group which on strong grounds we have been and still 
are reluctant to enlarge. Such rate structures must 
have boundaries somewhere. Their limits must be pre- 
scribed and definitely located; and wherever the line 
may be drawn the point next beyond it is necessarily 
on a higher rate level. In some cases the increase is 
harshly abrupt. This is the plight of Amarillo. But now 
to put it in the favored territory, not improbably would 
soon result in making the common point area coterminous 
with the boundary lines of the state. This we think 
should be avoided, and we are disinclined to take any 
step tending toward such a result. On the contrary, there 
are substantial reasons, although not developed on this 
record, for thinking that the present common point ter- 
ritory, so far from being enlarged, could well be broken 
up into several different zones or groups, and this some 
day may be found to be necessary. 
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Nevertheless, we think on this record that Amarillo 
is entitled to some relief. Although located well to the 
north in that part of the state commonly called the Pan- 
handle, it is a gateway through which flows a growing 
volume of traffic into Sweetwater and other jobbing points 
in the common point area; and apparently it is the route 
over which a large part of the traffic now moves when 
destined to the territory intervening between Amarillo 
and Sweetwater. Al] these and other facts of record, 
as well as the principle involved in the fourth section 
lend no small force to Amarillo’s contentions. But, in 
view of the far-reaching consequences of an order putting 
it in common point territory, we are not prepared to take 
that course. As we have just stated, it is entitled on the 
record to some relief; this is clearly demonstrated. But 
substantial justice will be done, we think, by requiring 
the southwestern lines to carry out the suggestion, at 
one time practically agreed upon, of giving to Amarillo 
rates upon certain commodities on a parity with common 
point rates; to that extent violations of the fourth section 
will be avoided. We shall expect the-respondents to 
arrange to do this promptly without an order; but we 
shall reserve the record for such further consideration 
as the attitude of the carriers with respect to this sug 
gestion may seem to make necessary. 


ORDER. 

It appearing, That on June 1 and June 6, 1912, the 
Commission entered upon an investigation concerning th: 
propriety of the advances and the lawfulness of the rates 
charges, regulations and practices stated in schedules 
contained in the following tariffs: F. A. Leland, agent, 
supplements Nos. 11 to I. C. C. No. 832, 13 to I. C. C. No 
864, 9 to I. C. C. No. 873, 10 and 11 to I. C. CGC. No. 877 
7 and 8 to I. C. C. No. 889, 5 to I. C. C. No. 893, 4 to 
I. C. C. No. 900, 3 to I. C. C. No. 902, 2 to I. C. C. No 
915, and 1 to I. C. C. No. 918, and I. C. C. No. 925: Eugene 
Morris, agent, supplement No. 5 to I. C. C. No. 310, and 
W. A. Poteet, agent, supplement No. 4 to I. C. C. No. 282 
and subsequently ordered that the operation of said sched 
ules contained in said tariffs be suspended until April 
5, 1913: 





It further appearing, That on Sept. 30, 1912, the Com 
mission entered upon an investigation concerning the pr« 
priety of the advances and the lawfulness of the rates 
charges, regulations and practices stated in schedules con 
tained in the following tariffs: F. A. Leland, agent, sur 
plement No, to I. C. C. No. 943, and W. A. Poteet, agent 
supplement No. 1 to I. C. C. 290, and subsequently ordered 
that the operation of said schedules contained in said 
tariffs be suspended until Aug. 1, 1913; 

It further appearing, That there was filed with th« 
Commission on April 9, 1913, the following enumerated 
tariffs: F. A. Leland, agent, supplements No. 26 to I. C. C 
No. 832, 37 to I. C. C. No. 864, 18 to I. C. C. No. 953, 12 
to I. C. C. No. 947, 30 to I. C. C. No. 889, 19 to I. C. C 
No. 946, 13 to I. C. C. No. 956, 7 to I. C. C. No. 964, 8 to 
I. C. C. No. 966, 20 to I. C. C. No. 925 and 1 to I. C. C 
No. 981; Eugene Morris, agent, supplement No. 19 t 
I. C. C. No. 355; W. A. Poteet, agent, supplement No. 13 
to I. C. C. No, 294, which tariffs provide that the rates 
contained in tariffs enumerated in paragraph 1 hereof 
would be effective only from April 5, 1913, to April 10 
1913, inclusive, and further providing that the rates con 
tained in tariffs shown in paragraph 1 hereof would be 
come effective on May 11, 1913; 
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It further appearing, That a full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
, report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
, part hereof: 

It is ordered, That the carriers respondents herein 
and named in said order of suspension, dated Sept. 30, 
1912, be, and they are hereby, notified and required to 
cancel, on or before May 10, 1913, the schedules specified 
in said orders of suspension, the proposed rates having 
been found in said report to be unreasonable and unduly 
discriminatory. 

It is further ordered, That the carriers respondents 
herein and named in said orders of suspension dated June 
| and June 6, 1912, be, and they are hereby, notified and 
required to establish, on or before May 10, 1913, upon 
notice to the Interstate Commerce Commission and the 
general public by not less than five days’ filing and post- 
ing in the manner prescribed in section 6 of the Act to 
regulate commerce, and for a period of two years after 
the said May 10, 1913, to maintain and apply to the trans- 
portation of commodity traffic specified in said schedules 
from the points of origin to the points of destination 
named in the schedules covered by said orders of sus- 
pension dated June 1 and June 6, 1912, rates which shall 
not exceed their rates in effect on the traffic of adjacent 
points in the common point territory of Texas, as more 
fully and at large appears in said report, the proposed 
rates having been found by the Commission to be unrea- 
sonable and unduly discriminatory. 





IMPORT RATES TO MEMPHIS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Argument in the case of the Memphis Freight Bureau 
vs. B. & O. et al, concerning the rates on burlap bagging 
was made on April 12. From New York to Memphis there 
is no import rate, the sole rate being the domestic rate 
of 38 cents. While the complaint was brought by the 
bureau, it. was filed in behalf of the American Bag Co., 
almost all of whose supply of burlap is imported from 
Calcutta and other eastern points via New York or Boston. 
There is a difference of 6 cents in favor of New York, and 
of about 30 days in time as against New Orleans. 

As matters stand under the present rate adjustment 
the Memphis manufacturer is shut out of the New York 
and Boston markets, while the St. Louis man can draw 
from both these markets and also through New Orleans. 
They are asking for a rate of 25 cents, which would yield 
n income of 4.32 mills per ton per mile. The carriers 
object to the establishment of any import rate to points 
south of the Ohio River, but Memphis feels that it needs 
these markets to draw from, as they cannot secure the 
necessary supply of burlap. 

The carriers say that a rate of 25 cents from Atlantic 
seaboard to Memphis would be confiscatory, yet counsel 
claimed that an investigation shows that the rates which 
have been voluntarily established from New Orleans to the 
North almost invariably yield a lower revenue per ton 
per mile. They feel that if St. Louis enjoys a rate of 22 
cents there is no reason why Memphis should not be 
laced on a relative adjustment which would allow them 
to get into the Atlantic markets. 

The carriers argue that the complainant is not hurt 
by the present adjustment; that, even if placed at a dis- 
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advantage, the circumstances and conditions are so ma- 
terially dissimilar that the discrimination would not be 
unjust and unreasonable; further, that no single carrier 
or no single group of carriers make the rates what they 
are, so that discrimination cannot be charged. They also 
claim that New Orleans is the natural port of entry for 
Memphis. New Orleans has to offer lower rates to offset 
the natural advantage of New York when it comes to 
import traffic, because the Calcutta shipper can route 
whichever way is most advantageous to him. A 25-cent 
rate would not make a single natural movement go to 
Memphis. All they would take through at a 25-cent rate, 
said counsel, would be occasional shipments of spots. The 
carriers cannot be held responsible for rates which no 
one group of roads put in, nor should a scale of rates 
be forced on the southern lines under which they cannot 
operate. This complaint, they feel, would be the opening 
wedge for extending into Southern territory the lowest 
rates in C. F, A. territory on the trunk lines. 


WANT COAL RATES RETAINED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Arguments were begun on Saturday morning on 


I. & S. Docket No. 181, in the matter of the cancelation 
of joint through rates by the C. & O. for the transporta- 
tion of coal from mines in Kentucky and West Virginia 
to points in Wisconsin via the Pere Marquette and car 
ferry. The particular coal in question, as pointed out by 
W. S. Bronson, for the C. & O., is shipped through Mil- 
waukee to points beyond, where it is used in manufac- 
turing, mainly by the paper mill men. He claimed that 
what really led to the cancelation-of the rates on the 
part of the C. & O. was the fact that what was really 
wanted was a reduction in that part of the rate which 
they have, namely, the long haul. 

G. W. Kretzinger, for the Grand Trunk lines, offered 
an objection to any attempt to consider argument or 
render a decision on the second order of cancelation, 
which involved those lines, on the ground that they 
were not cited at the beginning of the case; that the 
hearings were closed before the second supplemental 
order was made, and that they could not therefore be 
held in any way until such time as they had been ac- 
corded a hearing. 

H. L. Gill stated that the rates north and south of 
Madison are divided arbitrarily by the rates into two 
distinct coal markets. As the rates were in the first 
instance fixed by agreement, he takes the position that 
the Commission would have no right to make an order 
concérning them. During the course of his argument he 
called attention to the fact that Milwaukee is the great- 
est coal market on the lakes, whence a tremendous 
amount comes in under a 35-cent rate. He asks that the 
rate shall be left as it is and that the carriers must 
adjust the division of that rate among themselves: He 
had not concluded his argument when recess was taken. 





OKLAHOMA MAY INTERVENE 





The Commission has given the Corporation Commis- 
sion of Oklahoma permission to intervene in the com- 
plaint of the Arizona Corporation Commission against the 
Arizona & New Mexico et al. (No. 5423). Like permission 
has been given to the Wichita Board of Trade and the 
Southwestern Millers’ League. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


“Wenn einer fir rin Blatt geschrieben hat, so wird er ein guter Freund des Blattes.”’ 


IMPROVE THE WOODEN BOX 


Editor THe TRAFFIC WORLD: 

As you are doubtless aware, there is published in 
Milwaukee, Wis., under the name “Packages,” a trade 
paper devoted chiefly to the interests of the producers of 
wooden boxes and barrels. This organ is quite important 
and influential in its line, and its editorial pronounce- 
ments may be taken to fairly reflect the sentiments and 
motives of the lumber and wooden box interests. 

In “Packages” for December, 1912, under the caption 
“Cupidity of Shippers,’ appears a full-page editorial, from 
which we quote briefly as follows: 

“The reason why it is difficult to bring about the 
adoption of comprehensive and adequate rules regulating 
the strength and serviceability of packages used in the 
transportation of freight was clearly demonstrated at a 
recent hearing before the Illinois State Railroad Commis- 
sion. The line of contention was the requirement of the 
Western classification that a reinforcing strip be placed 
across the middle seam of all fibre board packages. 

“* * * The significant feature to the proceeding 
was the interest represented and opposing the rules. A 
number of St. Louiss shoe manufacturers appeared and 
contended that the reinforcing strip was unnecessary. 
They bitterly opposed any rule that would tend to in- 
crease the cost of the packages they used.” 

We do not share with the editor of “Packages” the 
surprise which he evinces at his discovery. To us it is 
not strange that shippers of shoes should be interested 
in the cost and quality of the boxes which they use and 
pay for. It seems to us that they would be far more repre- 
hensible should they center their effort and attention on 
the packages of their competitors instead of on their own, 
and that their strict attention to their own particulat 
business is worthy of emulation in other circles. How- 
ever, to the unaccustomed eye of the editor of “Packages” 
the shipper thus engaged in safeguarding his own inter- 
ests is the common enemy, not to be convinced or per- 
suaded but rather coerced. We quote again from the 
same editorial: 

“After a long campaign of agitation and an uphill 
fight the National Classification Committee of the lumber 
and wooden box interests of the United States, under the 
able and convincing leadership of Charles E. Brower of 
Memphis, succeeded in bringing a number of railroad of- 
ficials to a full realization of the importance and danger 
of the condition that had developed.” 

All this and more directed at the so-called “substitute” 
box—not one word as to the merits of the products with 
which it competes—and so it appears that while the corru- 
gated box manufacturers have been busy making, selling 
and improving their wares, co-operating to make them 
better and safer and opposing the efforts of competitors 
to make them more costly-without making them better or 
safer, and while the shipper, the man who pays the freight, 
has been legitimately engaged in buying, filling and ship- 


ping boxes both wood and fibre, according to their re- 
spective adaptability, the “Lumber and Wooden Box 
Interests of the United States,” with millions of tons of 
freight at their disposal, have conducted an organized 
“campaign” under “able and convincing leadership” and 
have at last succeeded in bringing a number of railroad 
officials to a full realization of the peril of the corrugated 
box. Having in mind the strenuous effort made and the 
powerful influences behind it we cannot congratulate the 
editor of “Packages” upon the magnitude of the results 
attained. We cannot escape the conviction that had this 
“long campaign of agitation” been directed toward the 
improvement and standardization of wooden packages and 
the education of the shipper as to the acknowledged su 
periority of the wooden box in its own proper field, the 
effect would have been more widely beneficial and far 
more remunerative to the agitators. 
J. J. Dauch, 
Sandusky, O., April 9, 1913. 


TRACING OF L. C. L. SHIPMENTS 


Editor THE TRAFFIC WORLD: 

A most perplexing question is how to employ the very 
best methods to secure the most efficient results. What 
percentage of tracers actually expedite the movement of 
goods? How many tracers develop the fact that the 
goods have been received some time prior to the date of 
tracer? How many firms receive shipments, have paid 
the freight on the goods, and write the consignor, “Your 
shipment of a certain date has not been received. Please 
show delivery?” And ten chances to one this firm is 
the very one that has received the goods and paid the 
freight, or has not responded to the carrier’s notice, or 
has misplaced it. 

There is only one way for a consignee to keep in 
touch with incoming freight, and that is to guard closely 
bills of lading, matching up with freight bill tendered by 
carrier. If no shortage exists, you are positive of re- 
ceiving the shipment represented by that bill of lading, 
and if the bill of lading shows consignor’s order number 
and the marks on the freight show same number, the 
transaction is complete. Consignee should demand bil! 
of lading from consignor, and consignor should mail it 
as soon as the goods are shipped, never later than the 
day following shipment. It is our practice to insist on 
our mailing department sending them out the same day 
issued. Prompt mailing of bills of lading, if productive 
of no other feature than on promise shipments, is useful. 
If when received by consignee he takes proper notice of 
receipt, he is therefore saved the trouble of wiring, phon 
ing or writing to consignor to know if promise has been 
kept. 

I consider a bill of lading of equal importance with 
an invoice until its mission has been fulfilled. Some firms 
handle bills of lading as an advertisement, or apparently 
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o, as they come in oftentimes after the shipment has 
rived, or, more than likely, not at all. We have never 
een successful in securing bills of lading from lumber, 
oal or slack shipments, and they are as essential as in 
ny freight offered the carrier. 

There are very few tracers that I request of the 
iilroad companies. My method is simply to secure way- 
ill reference and car number from biller, the point to 
vhich ear is carded, if to transfer point, or to shipment’s 
iestination; get the arrival of car at either point through 
ar service agent or superintendent of car service, give 
the above to consignee, asking him to give the above 
nformation to his freight agent, and request the goods. 
| have yet to hear of one case of non-results, and these 
nethods have been employed for two years. If the trans- 
ortation lines would place on bills of lading the waybill 
number, car number and initials, and where carded, they 
vould never be called upon for waybill reference by 
shipper. This would save the railroad company a vast 
amount of work and entail very little additional labor 
at the time waybill was made from bill of lading. I 
think it worth a trial. 

A shipment that is over or astray at any transfer 
point or destination, and without revenue billing, is a 
shortage to consignee. My idea to eliminate delays to 
shipments of like nature is simple. Have the agent re- 
ceiving freight of this nature report on card form the 
following information to consignor or consignee: Whom 
shipment is from and to whom consigned; the description 
of freight and weight; and any special marks; that ship- 
ment will be forwarded or delivered on receipt of bill 
of lading. The point taken is this: Each consignee is 
individually interested in his own, and he should act 
quickly, more so than the carrier, as it-treats them col- 
lectively; that is, these reports go to over and shortage 
department, where the grind begins, and everyone is 
familiar with the conditions existing. This department 
is always overburdened. 

I am not unmindful of the carriers’ efforts to move all 
shipments over at any point on-the markings. For illus- 
tration, Cleveland ships to Jackson, Mich., ten crates. 
Through error one crate strays and goes to Chicago. 
Chicago reports it as per my suggestion, as “over” to 
consignee at Jackson. There is no need for receiving 
agent to trace at consignee’s request, as he will have 
advice from Chicago that shipment is there to forward 
on markings or on receipt of bill of lading. From ex- 
perience we have had freight delayed at destination two 
weeks, from the mere fact that no notice has been re- 
ceived that shipment was “over” without billing. We 
had a bill of lading all the time and were tracing from 
originating point. I think transportation lines should de- 
mand before acceptance of freight these requirements on 
all packages: “From (name of consignor). To (name of 
consignee and destination).” Also order number or some 
distinguishing figure or figures of consignor, these figures 
to be shown on consignor’s bill of lading. -fhis positively 
identifies the shipment. 

Every carrier has its local and connecting line sched- 
ile, and it is absolute nonsense to trace shipments the 
day they move or ahead of schedule. Half our tracers 
are of this nature. We must assume the carrier is per- 
lorming his part until a certain time has elapsed, then 
& margin, possibly a day or so, depending on condition. 
The carrier is not infallible in his schedule any more 
than the shippers are in their co-operative duty toward 
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the transportation line. It is the duty of every shipper 
to advance his work to assist the carrier in its obligations. 
F. C. Gorton, Traffic Manager, 
Standard Welding Co. 
Cleveland, O., April 12, 1913. 


BROWNSVILLE WANTS RELIEF 


The complaint of the Brownsville Cotton Oil Co. 
against the Louisville & Nashville Railroad Co. was argued 
out before the Commission on Thursday afternoon, and 
involves alleged violations of the fourth section, whereby 
the L. & N. charges a rate of $1.50 per ton for coal from 
its western Kentucky mines to Brownsville, while it hauls 
it through and beyond Brownsville to Memphis, a distance 
of 66 miles further, for $1.10. It was shown by counsel 
that the Brownsville Cotton Oil & Ice Co. sells its prod- 
ucts in close competition with the cotton mills at Mem- 
phis, and that this discrimination of 40 cents per ton on 
coal places them at a disadvantage with the Memphis 
oil men of not less than $2,000 per annum. The difference 
was greater than this until 1911. Previous to that date 
a rate of only $1 was charged to the Memphis men for 
their coal, and that increase is before the Commission in 
another complaint. 

As against the carriers’ contention that at Memphis 
the carriers have to compete with coal brought in by 
water, complainant’s counsel stated that out of 680,000 
tons consumed annually at Memphis, only 30,000 tons, or 
about 4 per cent, comes in by water from the Pittsburgh 
district. 

Counsel for the carriers called the attention of the 
Commission to the fact that there are at present in the 
hands of the Commission applications for relief from the 
provisions of the fourth section, with respect to this traffic, 
in which applications they ask, first, to be allowed to 
continue to charge the present rates on coai from west- 
ern Kentucky mines to Memphis, where lower than the 
rates to Brownsville, the intermediate point, and without 
reducing the intermediate rate; second, that they be al- 
lowed to continue to charge the present rates on coal 
from the western Kentucky mines to Brownsville when 
they are higher than the Memphis rates without being 
compelled to advance the Memphis rates, and third, that 
they be left free to meet the competition at Memphis, and 
to make such rates on coal to that point from the L. & N. 
western Kentucky mines as competition may compel or 
permit, and without regard to the intermediate rates. 
They ask these things, not merely because of the com- 
pelling water competition, which they claim is ever pres- 
ent at Memphis, but because the Brownsville rates are 
reasonably low, in and of themselves, and that the rates 
at Memphis are unreasonably low. 





HEARING ON EXPLOSIVES 





The Commission announces that it will hold a public 
hearing on proposed amendments of or additions to its 
regulations governing the transportation of explosives and 
other dangerous articles at its office at 10 o’clock, May 26. 

Prior to the date of hearing, it is understood that 
Col, B. W. Dunn, chief inspector of the Bureau for Safe 
Transportation of Explosives, will prepare and distribute 
printed copies of proposed changes and additions to said 
regulations. All parties who desire to suggest changes 
should submit them at once to Colonel Dunn, as well as 
to the Commission. 
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Wood Vs. Fiber Container 


Digest of Evidence as to Their Reliability as Shipping Containers Introduced at Chicago Hearing 
Before the Interstate Commerce Commission—Hearing Continued to April 28. 


(Concluded from page 833) 


A. W. Braley, sales manager, Ohio Match Co., testi- 
fied that he began using fiber the first half of 1910. Now 
the only wood they use is that unfit for match lumber, 
and it is put into the larger cases for a certain trade. 
I. GC. C. eircular No. 6 imposes certain restrictions on 
shipments of matches in fiber. They made tests of fiber 
boxes filled with matches by bumping them with a log, 
also dropping to the floor, before puting them into general 
use. Their relative percentages of shipments in fiber 
have been, 1910, 10 per cent; 1911, 50 per cent; 1912, 90 
per cent; first three months of 1913, 95 per cent or better. 
They have had no damage claims in the last four months 
of 1912. They line cars with fiber, and place it about 
the door in a manner shown by the photographs filed as 
an exhibit. 

The witness also filed other photographs, showing 
their shipments and the method of making tests referred 
to in his testimony. They have had no complaints of 
shipments in wood containers being damaged by water; 
practically no water damage to fiber. Once they were 
notified by a consignee that a shipment in fiber containers 
showed water damage; but were subsequently notified 
that on opening the containers the matches were found 
in perfect condition. 

A. S. Griswald, secretary Toms Brothers Co., Chicago, 
dealers in paper goods, etc., said he received and reshipped 
matches in fiber without complaint. He sells carload and 
L. C. L. The use of fiber does not add to cost, storage, 
handling, risk of pilferage nor contribute to increased 
cost in any way. Teaming is done by their own teams 
and by contract. There is no difference in the contract 
price for handling fiber. They have claims for moisture 
damage both in fiber and in wood. Moisture stains fiber, so 
that it can be seen more quickly than in wood. 


Testimony of Sears-Roebuck Traffic Manager. 


J. W. Hicks, general traffic manager of Sears, Roe- 
buck & Co., said they receive carload and less-than-car- 
load shipments. Outgoing shipments are mostly L. C. L. 
He uses fiber to different parts of the country. They use 
a telescope case. They reship in original fiber packages. 
A great many different kinds of commodities are sent 
out in fiber, including notions, dry goods, hardware, pho- 
tographic supplies, sporting goods, and, in fact, a gen- 
eral line of merchandise. They don’t pack glassware, 
crockery, etc., in fiber. They don’t pack bottled goods 
in fiber themselves, but reship from original packages. 

He described their method of handling, sorting, con- 
veying on belt conveyors and gravity chutes, etc., used in 
his plant. They run wood and fiber in together on the 
belt conveyors and gravity chutes. 

In stowing in car prefererice is shown certain classes 
of goods, but no difference is made between wood and 
fiber packages for these classes. Principal goods received 
in fiber are groceries, cereals, sugar, etc.; some goods in 
fiber move lake-and-rail. 

Figures on damage for the week ending March 21 
showed claims on packages in wood, $114.85; claims 
chargeable to fiber, $38.62. No claims are filed on damage 


to goods in fiber containers, although they do file for 
loss of entire package. They have a minimum of 50 cents 
for claims. They found the amount collected on claims 
for damage to fiber packages didn’t pay for handling the 
claims. “If claims were large enough they would have 
to file, or abandon the fiber container?” said Mr. Walter. 
“Absolutely,” said the witness. He identified photographs 
taken in his company’s warehouses. 


Mr. Walter brought out the point that they use no 
100-point fiber; they use the grade called for up to 40 
pounds. The telescope box gives double strength at sides 
and ends. 

On Tuesday afternoon the first witness called was 
E. W. Bonfield, formerly vice-president Illinois Box & 
Paper Co., but now with the Dryden Timber & Pulp Co., 
Dryden, Ontario. He confirmed the statement made by 
Mr. Fellows as to the meeting of the Western Classification 
Committee, at which the matter of fiber packages was 
first brought up. The position of the fiber manufacturers 
was to advocate the adoption of close specifications, in 
order to safeguard their own interests. They considered 
it unsafe to send out goods unless the container was prop 
erly manufactured, because this would result in arousing 
the opposition of the carriers. 

The first year’s use of the fiber packages showed the 
necessity of greater restrictions, which were adopted by 
the Western Classification Committee in October, 1907 
This was largely on account of some exceptions that had 
been made in the 1906 rule. Some letters had been re 
ceived, complaining of the requirements in regard to 
branding fiber cases with the name of the manufacturer 
Several letters were here introduced or read into the re 
ord, showing the position of the manufacturers and the 
Western Classification Committee. 


Railway Clerks Give Experience in Freight House. 


Mr. McNicol, traffic manager of Liggett & Myers To 
bacco Co., St. Louis, stated that they have nine manu 
facturing plants, from which the product is shipped to 
St. Louis. The St. Louis plant handles about 16,000 cars 
per year for everything in and out. They load solid t 
the Pacific coast under a minimum of 40,000 pounds 
Their shipments to other places go in trap cars. In 
case of wooden boxes, pine or gum is used for plug 
tobacco, and pine only for cigars. Cigars are als 
shipped in fiber, and the Chicago factory ships about 
90 per cent in fiber. It is not possible to ship plug 
tobacco in fiber cases, as it is too moist. The use of 
fiber or wood depends entirely upon the commodity. 
Fine cut tobacco and smoking tobacco are shipped in 
fiber. In a statement covering three months of L. C. L 
shipments from Chicago to St.-Louis, there were 47,11' 
cases, on which freight charges of $1,731.05 were paid. 
The claims upon these shipments amounted to $4.31 
Some of the packages were torn by bolts in the car and 
some of the losses were by pilfering. Mr. Brown brought 
out that the heaviest packages shipped in fiber were 5) 
pounds, while 60 to 70 pounds were shipped in wood. 
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He estimated that of their total shipments about one-half 
of one per cent moves in fiber; the rest in wood. 


Mr. Lamb, on behalf of the corrugated interests, then 
-alled Charles Thien, chief clerk of the Lake Shore at 
Sandusky, O., freight station. He stated that Sandusky 
iandles all kinds of merchandise L. C. L.--about 40 cars 
daily being transferred. He oversees all handling at the 
station, and sees that the freight is properly stowed. It is 
packed and carried across the platform in hand trucks. 
No restrictions were given as to loading according to size 
of the package, although, naturally, large packages would 
be loaded on the floor of the car. The proportion of fiber 
and wood packages of similar sizes is about the same. 
They are stowed indiscriminately. Fiber packages re- 
ceived arrive in quite as good condition as wood. The 
ise of the hook is not permitted, as it is liable to do 
damage to any kind of package. He considers it of no use 
is a time saver. 


As to the matter of moisture, the witness thought 
that it attacks wooden boxes worse than fiber, because 
cracks are open, and the contents get wet. No restric- 
tions as to preferred handling. This witness and others 
at the same point testified as to the poor quality of cases 
in which canned goods were shipped. 

L. E. Campbell of the Central Stamping Co., Glen 
Ridge, N. J., testified, as a manufacturer of tinware, enam- 
eled ware, household utensils, which have a market over 
the entire country, and which he estimated 15 per cent 
goes to the Pacific coast. 

It is the custom of the company to make good damaged 
shipments. The company presents the claims on the be- 
half of the customer. More than 50 per cent goes L. C. L. 
Both fiber and wood are used as containers. Many tin 
articles are susceptible to damage, and also enameled 
ware. They have used fiber about six years. The average 
weight of the fiber package is 25 to 30 pounds, and the 
wood package probably double that. 

Mr. Scandrett brought out that shipments to the Pa- 
cific eoast were always C. L. 

Mr. Brown inquired as to the double weight of the 
shipments in the wooden packages, and brought out the 
fact that ‘the value runs in about the same ratio. 


Mr. Gallagher inquired as to whether the manufac- 
turer of the fiber box guaranteed its satisfactory char- 
acter, and it was stated that there was no guarantee. 

The next witness was Mr. Staigle, foreman Lake 
Shore freight house, Sandusky, O. His testimony was 
substantially along the same lines as that of Mr. Thien, 


John Lindsay of the Republic Metalware Co., Buffalo, 
N. Y., testified that the company’s product goes all over 
the country, including the Pacific coast, and amounts 
to about 1,000 carloads per year, of which some goes 
L. C. L. He uses both kinds of containers, weight of ship- 
ments in fiber containers ranging from 4 to 35 pounds. 
He began the use in 1907. Im 1912 the company used 
83,048 wooden boxes and crates, and 332,000 corrugated 
boxes. Under the head of damages there were 37 claims 
on the wooden packages and 34 on the corrugated. 


James Horan, a checker in the Sandusky freight 
house of the Lake Shore, testified along the same lines 
as the previous witnesses from this place. He said that 
packages received the same handling, and were put upon 
the same trucks without distinction as to whether they 
were wood or fiber. In case of damage, he testified that 
a notation was made upon the Dill of lading. 
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Packing and Shipment -of Cereals. 


E. C. Nettels, traffic manager, Postum Cereal Co., 
testified that he had had 14 years’ railway experience 
prior to taking his present position, and had been a mem- 
ber of the Western Classification Committee in 1907, was 
present at the Charlevoix meeting, participated in the 
discussion in regard to fiber boxes and voted on rule 14-B. 
He was present at the Hot Springs meeting in 1908, where 
fiber box specifications were gone into fully. Some manu- 
tacturers wanted to carry 150 pounds in fiber, but the 
committee decided that 100 pounds was enough. There 
was a proposition there to let cereals by without comply- 
ing with rule 14-B. 2 

The Postum Cereal Co. sends some of its products, 
which are to be packed into Alaska over rough country, to 
the north Pacific coast, in wood; all the rest in fiber. Ship- 
ments in 1912 of one of their products was 72,797,304 
pounds, and 3,500,000 pounds export. In their domestic 
business in 1912 they used 2,585,740 fiber containers, mak- 
ing 2,534 carloads. They ship by the Michigan Centra} 
and Grand Trunk. They test cars for leaky roofs. In 
March they found 25 per cent or over unfit. Out of 301 
submitted to them they rejected 78. They can’t test cars 
in winter, and their claims for leakage are larger in this 
season. 

They have many distributing houses; ship to the Pa- 
cific coast in fiber. In loading to a minimum weight of 
22,400 pounds in a 40-foot car, they got in 640 cases in 
fiber, net weight 28 pounds per package, total net weight 
17,920 pounds. Of wood cases they got in 476 cases, 13,328 
pounds net weight of products. 

The Postum company guarantees condition of its goods 
on arrival. They get some returns, but practically noth- 
ing in proportion to the shipments. Their shipments have 
grown from 34,805,161 pounds in 1906 to over 72 million, 
as above cited, in 1912. Only objections to fiber packages 
have been from commissary departments of lumber com- 
panies. They think it is a safe container for their products. 


B. W. Railey, purchasing agent and advertising man- 
ager of Peet Brothers, Kansas City, dealers in soap, wash- 
ing powders, etc., said they had been using fiber over two 
years. They ship 100 bars to the box in fiber. Before 
using it they tested out the fiber package as to its merits 
for stacking, sealing and carrying. They stacked as high 
or higher than they had been doing in wood, and shipped 
to all parts of the country C. L. and L. C. L. They also 
ship the same products in wood now, using wood to cus: 
tomers in lumber districts on account of prejudice against 
fiber. 


Their saving by the use of fiber was $20,000 out of 
$375,000 freight charges. They make shipments to the 
Pacific coast in fiber, except those for transshipment to 
Honolulu. Of all shipments, 60 per ‘cent go in fiber. Their 
claims last year were $1,003, 75 per cent on shipments 
in fiber, 25 per cent on shipments in wood. Nine per 
cent of their product is used in Kansas City. They seal 
fiber packages with liquid silicate. 


In answer to Mr. Gallagher, he agreed that they ac- 
ceded to the wishes of customers in nearby territory to 
supply wooden boxes, because the freight rate was low. 

Mr. Walter asked about shipments to mining camps 
in the West. The witness said they are made in fiber, 
and some have very long team hauls at destination. Many 
of these customers specify fiber on account of the dif- 
ference in weight. There is some saving in freight to 
them from the jobbing point. He answered Mr. Walter 
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that the fiber box they use is more than ordinarily ex- 
pensive, because holes are punched in it to let out moisture 
from the soap, and this requires special finishing. 

At the Wednesday afternoon session Mr. Ball, gen- 
eral manager of the Racine Shoe Company, Racine, Wis., 
testified as to shipments of shoes all over the West and 
to the Pacific Coast. He thought about 30 per cent went 





Van Persyn Exhibit—Part of a Carload of Canned Goods in 
Wooden Boxes. 


to the Pacific Coast. He had used fiber for over two 
years. The packages weighed about 45 pounds and are 
sold direct to retailers. In 1912 about 7,000 cases were 
shipped and about the same in 1910. He had almost en- 
tirely discontinued the use of wood, except where cus- 
tomers desired it. In shipments amounting to about 
350,000 the claims for loss on wood packages were $398, 
on amounts over $20 each and $153 in amounts under 
$20. In fiber,-on about the same amount of sales the 
losses were $155 in amounts over $20 and $31 in amounts 
under. 

Replying to Mr. Brown, he said that he made no 
carload shipments; all are L. C. L. In discarding the 
wooden box, the number of shoes per box had been re- 
duced. 

W. H. McClure, Wheeling, W. Va., representing the 
manufacture of fruit jars and jars for food products, tes- 
tified that fiber was used exclusively for fruit jars and 
the other jars were in either kind of container; 97 per 
cent of the shipments were in carloads. Shipments per 
year varied from 16,000 tons in 1908 to 25,000 tons in 
1912. Ina value of product of $735,000 in 1907, the amount 
of claims was $291.91. The following year on an amount 
of business approximately the same, claims amounted to 
37.94. There had been no change in the size and weight 
of the jar. His objection to wood was that it costs more 
and weighs more. He had found that paper was much 
more satisfactory as a container for fruit jars. 

N. W. Korn, representing Ely-Lilly Wholesale Drug 
Company at Indianapolis, testified that he had used a 
uniform paper package since 1907, this being defined as a 
package made to suit gross quantities of various smalk 
articles handled in the drug business. The largest fiber 
case used weighed, loaded, 45 pounds. The greater pro- 
portion of shipments were in barrels. These standard 
packages were made in stock, already packed and in > 
few cases wooden boxes, barrels and kegs were kept 
packed. The only shipments made in carloads were one 
car a week to a New York branch and 30 to 40 others 
in course of the year. 


THE TRAFFIC WORLD 





Vol. XI, No. 16 


W. J. Buchanan, traffic manager, Frederick Stearns 
Company, Detroit, manufacturing druggists, testified along 
the same lines. Shipments are made both C. L. and 
L. C. L. The company uses both paper and wood. More 
wooden boxes are used than paper boxes; the paper boxes 
were convenient for the trade. The claims for loss and 
damages had been less in the case of fiber than of wood. 
It was brought out upon cross examination that only 


es 


seven articles are shipped in fiber and 75 to 80 in wood. } di 
The maximum weight in a wooden box is 125 to 130 s 
pounds. ' 


J. T, Calvert, representing the A. I. Root Company, 
Medinah, Ohio, is a shipper of beehives and canned honey. 
For the honey fiber cases are used almost entirely. Thirty 
pounds is the average weight of the package. Claims are 
made by the shipper against the railroad company and 
the customer claims back. He had found fiber a most 
excellent package for this purpose, and he had no 
recollection of any claim made for damage to a shipment 
in fiber. 

In reply to a question from Mr. Gallagher, he said 
that these packages had fiber partitions, and all wers 
marked “Handle With Care” and “Glass.” 

H. M. Sibbald, traffic manager of the Lamp Division 
of the General Electric Company at Cleveland, testified 
to selling the product all over the United States. Near] 
all goes in L. C. L. shipments, and in case of breakags 
or loss, all claims are referred to the company. Corru e 
gated boxes are used almost exclusively and the numbe a 
is increasing each year. Wood is only used for boxes of 
special size or for a special kind of lamp. He found ver: 
small amount of breakage in the fiber compared with th: 


amount shipped. 
Mr. Mattern, chairman of the committee on contain 





Van Persyn Exhibit—Handling Fiber Containers With Hand Va 
Truck. 

ers of the National Wholesale Grocers’ Association, re re 
cited the efforts of his committee to get a better class of th 
container. There had been a good many complaints of poor : fit 
containers. He had endeavored to get an expression ofl mi: 
opinion from the members of the Association, and com- in 
piled a list of questions. He had received about 500 re- f fo 
plies, and they were still coming. : 
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Mr. Lamb offered to introduce the letters in evidence 
what they were worth, but Mr. Gallagher objected 
cause the bulletin sent out is not a fair statement; 
ows prejudice in favor of fiber, and is extremely sug- 
estive of the answer desired. 





} Mr. Scandrett asked a variety of questions, tending 

show that the formation of this committee was due 

) the introduction of the fiber box, but the witness stated 

: enerally that attempts had been made to secure better 

yoden packages, and that it was impossible for the As- 

ciation to take up all subjects at once. He stated that 

hey were seeking to get a better, and not a cheaper, 
yntainer. 


eae? 


Mr. Hill of the Lawrence Paper Manufacturing Com- 
ny, Lawrence, Kan., testified as a manufacturer of cor- 
gated fiber. He detailed at considerable length the 
ocess of manufacture and the various tests that were 


ide in the process. A variety of questions was asked 
s witness as to whether the manufacturers could de- 


rmine precisely that the product was up to the speci- 
ation, but it appeared that the greatest care was taken 
this respect, and that manufacturers appreciated that 
isiness had been gained on the character of the pack- 


ge, as to its capacity to carry safely. It was shown also 
at for fiber packages for express service the test was 
applied less frequently. He had never had occasion to 
indemnify a customer. A certificate attached to the box 
always states the actual facts, and records are kept in 
the office for a certain period, and in case of claim he 
would fall back upon the record. 

C. O. Frisbie, traffic manager of Armour & Co., Chi- 
cago, said that on all shipments to their branch houses 
they require managers to report loss and damage so 
that claims may be filed, otherwise managers are held 
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responsible for the loss. They use fiber very largely for 
: their canned products and soap. Weights shipped in 

fiber are from 16 to 68 pounds gross. The shipment 
made in the 68-pound package would weigh 73 pounds 
in wood. A car holds more fiber than wooden cases 
‘or the same products. The weight is about the same. 
Mr. Frisbie testified in detail as to shipments of 
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canned meats running up to the neighborhood of 13,000,- 
000 pounds, with about $53,000 freight charges, and ship- 
ments of about 17,500,000 pounds of soap, with freight 
charges of $71,673.85, all in fiber, with no loss and dam- 
age claims, because no damage was done. 

Mr. Brown brought out that they ship heavy pack- 
ages, 200 to 600 pounds., in wood. Everything but canned 





Van Persyn Exhibit—Part of a Carload of Canned Goods in 
Wooden Boxes. 


goods and soap goes in wood, and they ship five times 
or more tonnage in wood than in fiber. 

In answer to Mr. Gallagher, the witness testified 
that they now ship bottled goods in wood exclusively, 
but are experimenting with fiber. The minimum for 
their claims is $1. 

Martin Van Persyn, manager transportation depart- 
ment Sprague, Warner & Co., wholesalers, importers and 
manufacturers of groceries, Chicago, testified that they 
receive and reship in original fiber containers, also put 
up goods of their own manufacture and ship in fiber. 
They ship C. L. and L. C. L. 

Mr. Van Persyn submitted extensive tables showing 
in detail for certain periods their shipments and goods 
received,-and character and extent of loss and damage, 
which was very small for fiber packages. They ship 
weights from 12 to 73 pounds in fiber. They get more 
fiber than wood packages into a car. He gave details 
of damage to wooden boxes of tin cans. Lumber is 
not as good as it was five years ago. They now ship 
all over tiie United States in fiber. 

Mr. Van Persyn exhibited a large number of photo- 
graphs, showing in general that fiber was received by 
them and handled and shipped without injury to pack- 
age or contents. He also showed that wood packages 
sometimes were received in damaged condition, saying 
he had seen over 200 wood cases damaged in a single 
car. Among his photographs were two of carloads of 
starch, one from Argo, Ill., in fiber, with no damage, 
one from an Iowa point, in wood, with damage to five 
boxes. He was present at a meeting of the transcon- 
tinental freight committee in May, 1910, when they con- 
sidered rates on fiber. 

Mr. Van Persyn designated the photographs that he 
had not seen taken, but he said he had been through 
the warehouse a few days before, and was certain that 
the conditions were as shown. He testified as to a 
meeting of the Trans-Continental Freight Bureau in 
April or May, 1910, as to the allowance of the same 
rates on fiber as on wood. The results of this meeting 
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were that the rates were allowed on west-bound ship- 
ments, but not on east bound. 


Mr. Gallagher objected to questions along this line 
unless the witness could mention the member of the 
committee who made the statement which he had par- 
tially quoted, but the witness did not remember the 
name of those at the meeting. 

He gave as one of the reasons for discrimination 
against the fiber box in east-bound shipments, that the 
lumber interests on the Pacific coast ‘were very heavy 
and such a provision would be detrimental to them. 

Mr. Brown inquired as to various items shown on a 
statement which he had submitted in the matter of 
claims, but the witness stated that their claims were 
never filed against the railroad company unless there 
was injury to or less of contents, and never merely on 
account of injury to the case. 

Mr. Brown read copious extracts from the pro- 
ceedings of the Los Angeles hearing, and questioned 
the witness upon them at length, principally upon the 
insurance feature, the extra cost of preferred handling, 
the use of the hook, etc. 

Mr. Walter brought out the fact that many bulk 
shipments were made in fiber drums. One of these 
the witness had as an exhibit, and stated that it might 
not be in perfect condition because a man weighing 207 
pounds had sat upon it the whole morning session. 
The opposing attorneys examined the case carefully, 
but reported no defect. This, however, was a 300-point 
fiber, but the witness claimed that this drum was one 
of the ordinary forms of fiber containers for bulk ship- 
ments. 

The weight filled with sugar is about 55 pounds. 

A long discussion ensued between the attorneys 
over the admission of a letter addressed by Charles E. 
Brower to members of the association, which he was 
alleged to represent. Mr. Gallagher refused to admit it 
on the ground that the writer had no authority and 
must-have done it upon his own initiative. In regard 
to a letter from Colonel H. B. Maxwell, this letter was 
identified by the writer, and it was admitted. Both 
were circular letters to the members of the associa- 
tions represented by the writer, calling attention to 
the pending of this case, and the necessity for vig- 
orous action. 

Mr. Walter stated that he should subpoena Mr. 
Brower to be present at the adjourned hearing on 
April 28, and in disposing of some contention be- 
tween the attorneys upon this point, the examiner 
stated that the fiber box interests might be allowed 
to put in a witness whose testimony had been de- 
scribed by Mr. Lamb as being merely the identifica- 
tion of certain photographs and also Mr. Brower. 

At this point Mr. Walter presented a package 
shown by the labels upon it to contain two dozen 
large bottles of olive oil, which had been shipped to 
Mr. Pridham at Chicago by Wells-Fargo express from 
Los Angeles, and which it was proposed to send by 
freight to the secretary of the Commission without 
opening at Chicago in order to give him an oppor- 
tunity of observing the condition in which it arrived. 
No serious objection was made to this except that Mr. 
Brown objected on general principles to the furnish- 
ing of this class of evidence. 


The hearing was then adjourned to be taken up 
again at Chicago on April 28. 
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EXPRESS COMPANIES CLAIM LOSS 


Attorney for Companies Argues at Length on 
Losses that Would Be Experienced 
Under Proposed Rates 





(Concluded from page 838.) 


Mr. Hines opposed any idea that the railroads try to 
do this business, as it would be much more expensivé 
would entail delays over the time taken now. In fact, h 
thinks it would be practically impossible for the smalle: 
railroads to handle this business at all, athough the big 
systems might be able to do it, but any dual service, looke: 
at from the standpoint of the public, would mean an in 
crease in cost and a decrease in the efficiency of the service 

The investigation has led to many desirable improve 
ments, but these very improvements will add materially 
to the cost of the service, all of which should tend to show 
there is no reason for a reduction of rates. 

As to the rates per 100 pounds, he said there is noth 
ing but a formula, which has been constructed, on which 
to base the conclusion that the rates are unreasonable, 
and that makes this formula a very important factor, to 
which consideration must be given in order to determin: 
whether it is premised on a condition of facts. There is 
no basis for the formula except that the rates per 10° 
pounds have been confusing; but that is no reason why) 
the rates should be brought down. There are other meth 
ods of simplification and construction. 


That formula is uniform for the five zones which hav: 
been established on the assumption that conditions al! 
over the country are the same, in Maine as in Pennsy! 
vania, in the prairie as in the mountain country. Th 
only element used is that of distance; all other elements 
have been excluded, notwithstanding the fact that th 
Commission has repeatedly held that the element of dis 
tance alone cannot control. Even this is not correctly 
worked out, said Mr. Hines. There is no logical reason 
for constructing haulage cost in this way. The value of 
the service should be the controlling factor, and not the 
cost of the service. 


Commissioner Prouty suggested that the public policy) 
might be a very important element. 


Mr. Hines admitted this might be an element of some 
consideration, but there are many things that render it 
impossible to make that a controlling element; for on: 
thing, on Pacific Coast business, enough should be paid 
for the haul one way to pay for the large empty movement 

Commissioner Marble said this was based on the theor) 
that the reduced rates would only stimulate merchandis 
movement to the West, and that there would be no stimula 
tion of business to the East. Mr. Hines replied that ther: 
is not the merchandise in the West to move to the East 
The formula disregards entirely the conditions in th: 
intermountain country. The total elevation the Santa F' 
has to overcome is very much in excess of that which t! 
Canadian Pacific has to overcome. 


The formula would also tend to upset present busi 
ness conditions by a reversal of some of the rates, b 
which, for instance, Chicago would be allowed to compet 
with New York in business for Omaha, and it is safe t 
assume that business communities would object to havin 
thus taken away from them the advantages they hav 
gained under the conditions under which they have bee! 
developed. Another objection which Mr. Hines made was 
that, in many instances, these formula-made rates ar 
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made across blocks of water, while the express matter has 
o be hauled around these bodies. 

Among the many counsel present are Chas. Donnelly, 

Northern Express Co.; C. W. Stockton, Wells-Fargo; Geo. 

Shearer, Southern; James L. Cowles, the public; F. B. 
james and E. E. Williamson, for Meyer & Co.; Herbert 
Jackson, mail order houses; Frank H. Platt, U. S. Ex. 
Co.: E. C. Lindley, Great Northern Express and Great 
Northern Railway, and Walker D. Hines, general counsel 
for Adams, American, United States, Wells-Fargo and the 
Southern express companies. 

Mr. Hines endeavored to be axiomatic, yet true, when 
he said that “the traffic which moves should pay the cost 
of the traffic,” and there must be some plan for moving 
the traffic which will do that, but the graduate scale, which 
has been advocated, does not do it. 

Comparing the small package business with that of 
England, he said, while the-service is not nearly so good, 
yet the charge is very much lower, although for larger 
packages, in excess of the parcel post weights, the rates 
are very much higher in England for equal distances. 

Mr. Hines took exception to an estimated terminal 
cost of 20 cents per package and said that if worked out 
on the proper elements of cost which should enter into 
such a calculation it would show that the small packages 
would not produce sufficient to pay the terminal charges. 
The terminal expense, in any proper apportionment, is the 
main part of the cost of the service to the express com- 
pany, the cost of the haul, in almost every instance, being 
borne by the railroad. 

One fatal defect of the graduate basis is that of getting 
in average cost, on the basis of all the business, which 
works out less than the average all around. 


The plan, as it now stands, is fatally defective also 
in that it does not make for simplicity. The proposed plan 
would work out 28,940 distinct charges, instead of 1,281 
distinct charges as at present, and while the express com- 
panies will welcome any plan that will make for simplicity, 
they do not feel this will be the way to do it. The pro- 
posed block system is simpler, but that is not what they 
expect to be able to put into effect. 


The Commission may reduce rates when they are 
found to be unreasonable, but the present case presents no 
showing that the present rates are unreasonable; nor is 
there any basis for making the change on the basis of 
what the railroad could do it for. To bring that matter 
clearly before the Commission it would be necessary to 
bring the railroads into the investigation as to the cost 
of the service. Neither the Commission nor the law has 
any right to go into the question of what the railroads are 
paid by the express companies. 

The express companies, said Mr. Hines, have estab- 

shed the fact that the railroads are not under the juris- 
diction of the Commission, as to what they receive from 

. express companies. Another thing, the Commission 
does not undertake to construct rates for the railroads, 
ind it is not to be presumed that they can undertake to 
do it for the express companies. In closing he urged the 
retention of the 54 rate bases of the present system. It 
ould not seem expedient at this time to make any positive 
changes at the present time, in view of the as yet unsolved 
extent to which the parcel post will figure in the business. 

Ex-Gov. E. C. Lindley, representing the Great Northern 
xpress Co. and the Great Northern, said that for the 

onth of February, 1913, the total number of packages 
iandled, weighing 11 pounds and under, transported by the 
Great Northern Express Co., was 45,297, as against 69,797 
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for the corresponding month in 1912, or a falling off of 
35.10 per cent and in revenue of 31.12 per cent, and a 
total reduction on all business of 7 per cent for the revenue 
for that month. There was also a decrease in the number 
of packages carried over the Northern Express Co. of 35% 
per cent, and again of about 7 .per cent of the entire 
revenue. 


The tests which were made on the trial day’s work, he 
said, were to be relied upon, and were sufficiently varied in 
circumstances and conditions, when the results secured by 
the eight companies are considered, to show the effect to 
be equally disastrous to all phases of the traffic. 


As to the Great Northern, its rails should be consid- 
ered as all devoted to the use of the express companies. 
They consider their rails, bridges, terminals, wagons, 
teams, etc., are all devoted to the use of the express com- 
pany, to earn the 40 per cent the express company gets 
and the 60 per cent which the raiiroad gets. What the 
Commission should do is to forget the express company 
and consider it merely a part of the railroad company in 
determining the basis of cost. If any better method can 
be suggested, they are ready to accept it. They do not 
feel the Commission should make any new plans of rates 
unless they can prove the Great Northern and the Great 
Northern Express Co. are wrong in their bases. “It is 
very difficult, in one order, to regulate the rates through- 
out the country; that is not regulation of rates,’ said Mr. 
Lindley,” it is a revolution in rates. This order, if it 
becomes effective, will become effective in every state in 
the Union, and we hope it will, but it might be just as 
well, before making such a sweeping order, to wait and 
see what the Supreme Court will say about the matter.” 


A. L. Langdon appeared for the Long Island Railroad, 
which operates the Long Island Express. They have not 
been cited in the case, but the Commission’s order, as pro- 
posed, would bring them in, and as they have always felt 
their rates were so low, and service so acceptable, that 
this was one reason why they were not brought into the 
matter; they now feel, however, that their earnings would 
be affected if these rates go into effect. Last year they 
handled 4,141,573 packages at an average of 36 cents, on 
an average weight per package of 53 pounds. The earn- 
ings of their express business in 1912 were $1,520,980, and 
the operating expense for doing that business was $884,283, 
or 58.14 per cent of the gross earnings. They have a 
lower express rate than almost any express company run- 
ning out of New York. If they could adopt the Commis- 
sion’s rates they would gain on a year’s business $97,000, 
but, inasmuch as it would be impossible to avail themselves 
of many of these increases, the reductions they would be 
compelled to put in on the Commission’s order would en- 
tail to them a loss of $203,000. 


B. F. Fairchild, of the New York Chamber of Com- 
merce, undertook to attack what he was pleased to term 
the “elaborate superstructure” which Mr. Hines had seen 
fit to erect. The shippers and the express companies, he 
said, are alike dissatisfied, but while the shippers were 
willing to have an actual test made of the proposed Com- 
mission basis of rates, even though they were sure the 
increases thereby entailed would more than outweigh the 
proposed reductions, the express companies, on the other 
hand, have not been willing to submit to such a test, but 
have overburdened the record and taken up an immense 
amount of time in building up elaborate figures and state- 
ments based on what may happen in the future. 

Ample power rests in this Commission to compel the 
railroad to open up their facilities to the express com- 
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panies. Nowhere in the act is the power to establish 
through routes and joint rates confined by the act to the 
railroads, since railroads and express companies are both 
common carriers. The time may or may not yet have 
arrived for the Commission to test out this power; but 
that they have the power is not to be questioned. He 
ventured the assertion, based on figures furnished by the 
express companies, that double the first class freight rate 
would yield an ample revenue. He also claims the allow- 
ances paid by the express companies to the railroads are 
excessive, and that this is shown not only by statements 
which the Commission has placed in evidence in this case, 
but also by statements which the express companies them- 
selves have placed in evidence. 

Speaking for the shippers, Mr. Fairchild urged there 
could well be reductions in rates at all points where a 
pick-up and delivery service is not performed. To charge 
for this service where such service is not rendered should 
not be permitted. Short distance rates would be a still 
further increase in rates in the east which have already 
been advanced by the express companies in recent years 
from 20 to 100 per cent. Again, in western states Commis- 
sion rates would, in every instance, be in excess of the 
state-made rates. 

Mr. Fairchild made a statement to the effect that rec- 
ords of the express companies have been sealed, and that 
they have based their arguments upon alleged expenses, of 
which there is no record and of which no showing has been 
made, although from the first hearing to the present time 
the express companies have had opportunity to furnish 
it and have failed to do so. The onus rests upon the ex- 
press companies if they are going to base their pleas on 
an alleged loss of revenue, to furnish themselves the sta- 
tistics on which they based their calculations. 

The record shows that the Examiner of the Commis- 
sion was not able to go back of 1904 for the Adams Ex- 
press Co., showing the cost per package, because those 
pages were sealed. 


Mr. Hines asserted that, while in the earlier stages 
of this proceeding some of the companies had felt a dis- 
inclination to show all their returns to the Commission, 
since last fall they have placed unreservedly at the dis- 
posal of the Commission any and all records they might 
wish to call for, and they have never receded from that 
position, and he did not care to be so misrepresented. 


Mr. Fairchild continued his attack, and said that in 
every court of the land the express companies would be 
required to give absolute proof as to matters upon which 
their surmises of loss would accrue. Again, it would only 
be upon a practical test that they could ever stand before 
a court on a claim of reduction in revenue following a 
cut in rates. This was well defined in the Nebraska case, 
when the railroads tried to get in court on such a basis; 
they were ordered back to make a test of the rates com- 
plained of, and have never ventured back into the courts, 
as that actual test proved that the rates worked out an 
advance in both business and revenue. 


The closing argument of the day was made by James 
L. Cowles of New York, in the interests of the “dear 
public.” He attacked the express companies as being 
effete, and favored the further extension of the parcel post 
at flat rates, and thinks transportation of freight should 
be still further turned over to the express companies. 

On Wednesday, Mr. Drew appeared before the Com- 
mission in behalf of the bread interests, which have been 
thought, by some, to have enjoyed unusually low rates. 
Mr. Drew argued against the proposed increase from 40 











cents to 45 cents, although he made no strenuous objec- 
tion to a proposed uniformity in sizes of bread containers. 
The business is a very large one, and pays the express 
companies something between $5,000,000 and $10,000,000. 
The loss and damage claims are practically negligible. The 
pick-up and delivery service is, in almost all instances, 
done by the shippers and consignees. They ask for 65 
per cent of the merchandise rate with a 25-cent minimum 

Mr. Hines said that there is an understanding, while 
it cannot be said to amount to an agreement, that there 
will not be any increase in the bread rates. 

Geo. L. Shearer has been allowed twenty days in 
which to file briefs setting forth the further views of the 
Southern, and B. F. Fairchild until April 30 to file a brief 
in substantiation of the charges which he made at the 
session of Tuesday afternoon. The matter has been taken 
under advisement. 


INQUIRE ABOUT VALUATIONS 





A great flood of inquiries is pouring in on the Com 
mission asking about the work of placing tentative valua 
tions on the tangible property of common carriers. Most 
of the inquiries come from men who hope the Commis 
sion will give them employment. Very few are coming 
from those who probably could give the Commission help 
in the discharge of the duty Congress laid upon the 
shoulders of its members, which laying on, of course 
was at the earnest solicitation of the Commission, and 
not, as so many seem to think, against the protest ot! 
the regulating body. 

Thus far only general answers have been made: to 
both classes of inquirers. The Commissioners, naturally 
enough, are giving thought to the subject, but nothing 
has been formulated so that it is possible to indicate 
how soon there will be hearings on the subject with a 
view to developing lines along which the work will be 
conducted. There is not the least desire or purpose to 
minimize the size of the task. It is a big one, but not 
staggering in any sense of the word. It will take years, 
even after the rules for getting at the essentials have 
been decided upon. The ordinary thought that the job 
can be completed in three years is, at best, only a guess 
After the principles to be observed have been settled 
the actual physical effort of getting the data may not b« 


so large as is now suspected, 


POSTPONES SHREVEPORT ORDER 


THE TRAFFIC SERVICE NEWS BUREAlL 
Colorado Building, Washington, D. ( 

The effective date of the order in the Shreveport cas¢ 
has again been postponed from April 15 to May 15, whil 
the case is in the courts. The postponement was mad 
on April 12. 

The Commission, on April 12, granted permission t« 
the complainants in No. 5316, James E. Stark Co. et al 
vs. Illinois Central et al., to amend their petition by adding 
the Michigan Central, Grand Rapids & Indiana, the Per‘ 
Marquette, the Chicago, Milwaukee & St. Paul, the Wa 
bash, the Chicago & Northwestern, the Chicago Greai 
Western, the Chicago, Rock Island & Pacific, and the 
Minneapolis & St. Louis as parties defendant. 
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Western Classification 


Meeting of Committee at St. Louis Develops a Variety of Desires for Changes in the Present 


Classification and Rules 


(Concluded from page 836.) 


Swift & Co. protested the proposed change in the 
pecification on eggcases. They believe the large per- 
entage of the claims are on the less-than-carload ship 
ments from small dealers. They say the new specifica- 

on would cost their company $70,000 per year, and an 

increase in the nailing would answer every purpose. 

From Noy. 1, 1912, to March 1, 1913, they filed 62 
laims on egg shipments; 11 for shortage, $164.68, and 
51 for rough handling, amounting to $1,370.78. Consid- 
ering their total movement of 1,250,000 cases per year, 
they feel their present package to be pretty satisfactory. 

The new specification would mean an increase of 3 
ents in the cost per case, and the increased weight 
would mean $7,000 per year additional freight charges 
to their packing houses and $25,000 per year additional 
reight to the markets. 

Mr. Good of Swift & Co. said 400 cases fit into the 
ear, and the most of their claims for rough handling on 
carload shipments came from the cases telescoping, due 
to the impact from other cars in switching. 

Mr. Fyfe said that figures compiled by one railroad 
showed that 10.2 per cent of the egg revenue was paid 
out on L. C. L. shipments and 14.9 per cent on carload 
shipments, showing that the small shippers alone were 
not responsible. He also said that inasmuch as the rail- 
roads in 9 months had paid $365,000 in egg claims, or 
14 per cent of their total revenue from the movement 
of that commodity, it was felt that something must be 
done, 

Walter Williams of the Chicago Mill & Lumber Co. 
said their company would make any case the carriers 
required, but he thought the main trouble was with the 
quality of the fillers. 

He was told that the eggs to-day were larger and, if 
that was the case, the cases and the fillers should be 
made somewhat larger. 

He thought perhaps a few indictments for failure 
to comply with the present specifications might help, and 
he urged in any event that conferences be held between 
the committee, the makers and the shippers before the 
specifications were changed. 

Mr. O’Hara wanted a second class rating with a 
minimum of 10,000 pounds on scoured wool compressed 
in bales. 

J. F. Robineaux of Hall & Borschert Co. of Chicago 
said his company shipped 700 dress-forms a day, 80 per 
cent of which was disposed of within 350 miles of Chi- 
cago, and he wanted a carload rating with 8,000 pounds 
minimum, so he could reach more distant markets. 

Messrs. J. W. Meitzler of the All Ready Box Co. of 
Danville submitted samples of fiberboard boxes for the 
committee to approve for the shipment of cigars and 
cigarettes; also E. C. Wilmore of the Sefton Manufac- 
turing Co., A. L. Griffith of the American Can Co. of 
New York and H. G. Hoerner of the Iten Biscuit Co. 
both felt that putting corrugated paper in front of the 
glass in shipments of bakery goods in fiber or metal 
cans would not be as much protection as was afforded 


by the slats of the crates as they were now being shipped 
by many companies. 

Mr. Griffith and C. C. Woods of the Canister Co. of 
Phillipsburg, N. J., asked that fiberboard cans with metal 
tops, but which had no metal side strips, be given the 
same rating asked for upon cans thus made; there was 
a difference of opinion between them, however, as to 
the proper carload minimum. 

Mr. Griffith asked for the same rate on knocked-down 
cans that was carried on knocked-down fiber boxes; also 
for a lower rating on liquid chlorine, L. C. L., as well 
as for a provision for shipment in tank cars. 

George F. Hickborn of the U. S. Rubber Co. of New 
York asked for a carload rating on rubber boots and 
shoes of second class with a 20,000-pound minimum. He 
said the heavy boots went to the coast and the move- 
ment into Western Classification territory would be 
lighter, hence the necessity for the small minimum. 

He also asked for the same rate on interlocking rub- 
ber tiling that was given them in Official territory, to 
enable them to compete with the makers of encaustic- 
tiling, and he was told that the committee would con- 
sider a third and fourth class rating with a minimum 
of 30,000 pounds. 

C. F. Duggan, representing the Hendee Manufacturing 
Co., said he would be satisfied with a 12;000-pound mini- 


mum, subject to rule 6-B, on motorcycles, and he was: 


told the committee would give his request favorable con- 
sideration. 

Others appearing before the committee Thursday 
were R. W. Alexander of the Electric Wheel Co., who 
wanted a farm cart rating; C. R. Clements of the Scott 
Paper Co. of Philadelphia, who wanted paper towels put 
into the classification; M. P. Babbitt of the Danforth 
Chemical Co. of Leominster, Mass., who wanted a lower 
rating on a combined insecticide, germicide and fertilizer; 
A. M. Holstein of the Syracuse Ornamental Co., Syracuse, 
N. Y., who wanted a rating on “composition wood orna- 
ments; R. F. Struever of the American Nickeloid Co. of 
Peru, Ill., who wanted his product put into the elassifi- 
cation, and A. L. Reed of Sanger Bros., Dallas, Tex., who 
shared with Mr. Robineaux the view that dress-forms 
should be given a carload rating and with an 8,000-pound 
minimum. ; 

W. C. Lindsay, representing the Confectioners’ Asso- 
ciation, V. L. Price, representing the National Candy Co., 
St. Louis; L. Pittman, representing the Loose-Wiles Bis- 
cuit Co., Kansas City, Mo.; J. S. Flood, representing the 
Novelty Candy Co., Chicago, and P. F. Beich, representing 
the P. F. Beich Co., Bloomington, Ill., were present to 
ask for relief from the new rating on candy. 

Mr. Lindsay, acting as chief spokesman, said that the 
third class rating was asked for at the Milwaukee meeting 
of the Western Classification Committee, but that, instead 
of that petition having been acted upon favorably, a sup- 
posed compromise rating had been put in, which was a 
serious blow, as about 85 per cent of the candy was the 
cheaper grade, upon which the rating had been increased 
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and upon which the maker’s profit, before the raise, had 
on.y been from 3 to 5 per cent. 

The 15 per cent upon which the rating had been re- 
duced was sold upon a much wider margin of profit and 
was much more iiable to damage. 

The chairman said he had letters from some of the 
members of the association, and Mr. Lindsay said they 
must be some of the people who were makers of the ex- 
pensive candy and whose ratings had been reduced. 

Mr. Lindsay also wanted medicated cough candy drops 
or tablets included with candy and given whatever rating 
the candy was given, as cough candy was nearly always 
sold as a small part of each candy order. 

He also asked for a reduction in rating on licorice 
powder and licorice roots. 

C. H. Fenn of Crane Co., St. Louis, wanted pipe 
hangers specifically mentioned in the classification and 
carried as pipe fittings instead of taking the second class 
hardware, N. O. S., rating as at present. 

F. H. Truax of the Simmons Manufacturing Co. of 
Kenosha, Wis., asked for a specific rating on suction or 
vacuum cleaners and sweepers, either hand or power, in- 
stead of having them carried as compressed air house 
cleaning machines. 

R. L. Connor of the Hoyt Metal Co., St. Louis, wanted 
the Official Classification description applied on babbitt 
cr white metal castings, with a second class L. C. L. and 
a third class C. L. rating. 

H. B. Freck of the Acme Steel Goods Co., Chicago, 
wanted rule 8 of supplement 6 changed so as to permit the 
use of their flexible meta! clasps for fastening lids on 
buckets, pails, etc. 

%. The chairman said it had been demonstrated time 
avid again, by the drop test, that the clasps would not 
H6éM the lids on. 

0°, W. Bushmyer of the Roos Manufacturing Co., Chi- 
cago, wanted a carload rating on wooden shirtwaist and 
skirt Woxes and upon cedar chests, with a mixing privilege. 
oiwThe chairman asked him if he would accept the third 
Glace ratink with a 12,000-pound box minimum, a 16,000- 
pound vest tminimum and a 16,000-pound mixed minimum, 
avi@otMat! Bubhmyer thought the mixed minimum should 
onwobe: 14000: pounds, and he called attention to the fact 
thatilisiotdyimoct).asking for a mixed carloading privilege 
with farki turd, [sia 

“SO1@., DRO WR eigHHOoGE the American Iron & Steel Co. of 
Lebahorhictailp(Xeke@ifor the removal of the restrictions 
pldeed 2 updhi @utridge br machine bolts, as he felt that 
thiy werk entigida.2e™he same rating given other bolts. 
He wiprovéd uplthe’propeésed change on iron or steel rods 
wie t Andswasherk "4 thr on rods or packed separately 
as simplifying the classification, without loss of revenue 
teatke ‘easnisittsoidé® aldo thought it well to eliminate lag 
sere we deOni s tbe! sAassificatinmeand simply to call them 
belds.esliW-s200.1 sdt gaitasastqet 

edt Balpopatant ohoMa Bhkér “MMor Vehicle Co. wanted 
Britian vip irda allt dindbi kt snAAARe ylocks returned, and 
We did rotot hnxrit Abcesatteo fe te four blocks wired 
together, as each haa #as tAlate® [Anelit- would frequently 
bol ti imi hi for. cameniiite laliners 86!488ure wire of suffi- 
Clatte stremx ist! Pfopat] 4 faet bP HREnk VeSfher. 

beet fend A431 4), Be AARP heh 0 ee States War 
Dieta rtm bh Wi Hea" AM B Aatipage’ ae HSthe a proper 
dest tpt Fort cttipay? Peter 8y nase heading 
ep eee OAAP adAri@ rte ae BofhO*® Fo %Wkea that 
eaters SpeciaGife AGH HAST Mond Wage oss: 


that army fie.d ranges and cooking outfits be given a 


lower rating; that branding irons be given a thrid class, 


and that empty cannon projectiles, which were no more 
than eastings, be given second class L. C. L. and fourth 
class C. L. rating with a 30,000-pound minimum. 

When the chairman called his attetnion to the ma 
chine work done on these-projectiles he thought perhaps 
1% class was nearer a correct rating L. C. L. 

He said smokeless powder should be classified 1% 
first class L. C. L. and second class C. L., with a minimum 
of 20,00 pounds, but Mr. Fyfe said that, as smokeless pow 
der had not been docketed, no action could be taken a 
this meeting. 

O. Van Brunt of the Simmons Hardware Co., St. Louis 
said his company was not in favor of rule 10, as it would 


upset present business conditions and work a hardship 


on the retail hardware dealers, few of whom could, and 
none of whom should, buy in earload lots. 

The present legitimate mixtures suit his compan) 
much better. 

Mr. Van Brunt wanted the proposed specification f: 
shipping hand agricultural implements changed so that 
it would include their line, no part of which was boxed 
He was told that the committee had the recommendation 
of the Uniform Committee, which takes care of his lin: 

His company is opposed to the mixed carloading o 
other than hand with the hand agricultural implemenis 
also the two kinds of cream separators and tree sprayers 

They approve of the including of spoons as cutlery 
and of substituting the words “not gold or silver plated 
instead of simply the words “not plated” as the basis for 
the change in rating on cutlery. 

They want the classification to be so worded that 
their children’s vehicles, go-carts and sulkies, when pro} 
erly packed, will carry the same ratings as other makes 
and they are opposed to the proposed change, which would 
require them to pack their shipments of firearms in woode1 
boxes. 

Mr. Van Brunt said his company had been uSing a fib: 
package for shipments of shotguns and rifles, and wit 
fewer complaints of shortage than when they had shipped 
in wooden boxes. 


G. L. Cory of the Springfield Traffic Bureau otf 
Springfield, O., asked for the putting of coffin and casket 
fixtures back in the classification, as they had been in 
number fifty. 

Speaking for the Springfield Metallic Casket Co., 
asked for permission to include burial case trimmings 
with burial cases, coffins and grave vaults, as the san 
carload rating shown in item 152, supplement 6, and 
rule 21-B, would be satisfactory to him in this movemen' 

Mr, Cory also wanted the privilege of including 
casket carriages in these mixed car loadings. He objected 
very seriously to the provisions for the increased rating 
from second to first class for boilers less than ten f: 
in length, stating that there is a large movement 
these smaller boilers from Springfield, O., and there 
no more risk in handling them than in handling tho 
of greater dimensions, and, as a matter of fact, they 
were easier to handle, and could be loaded to better 
advantage in carloads. 

Mr. Cory made the same plea for purifier boilers, 
including steam jacket heaters and condensers, stating 
that they were in fact only boilers. 

He wanted a second-class rating on cake breakers 
and meal-grinding mills, because he felt that they were 
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untitled to this rating as being analogous to many other 
ems carrying such a rate. 

Mr. Cory .had asked for a third-class L. C. L. and 
class A minimum of 24,000 pounds rate on head gate 
isting irons, but he authorized the withdrawal of that 
quest. 

Mr. A. R. Grimm of W. C. Grimm Sons, St. Louis, 
lo., wanted a cheaper rate on old photographic negative 
plates, stating that they were paying but 7% cents per 
hundred for them, and at the present rating the photog- 
raphers would not, save them. Unless, therefore, a cheaper 
rate was granted there would be absolutely no move- 
ment, as the old plates would be thrown away. 

Mr. E. W. Mier of the Koken Barbers Supply Co. of 
St. Louis wanted a change in the specifications for ship- 
ping barber chairs, whereby the second-class rating would 
be given for the chairs in boxes or crates, L. C. L., 
even though they were not completely knocked down, as 
it had been found impracticable to knock these chairs 
down and secure any more economy in space. 

Mr. Chas. B. Ward, traffic manager of Evans & 
Howard Fire Brick Co., St. Louis, wanted hollow seg- 
ment blocks specifically mentioned in the classification 
at class E rates, with a minimum of either 40,000 or 
50,000 pounds. He said that these blocks were made of 
vitrified material, and were not easily broken, and they 
could be loaded to a 50,000 minimum without difficulty. 


Mr. C. B. Bee, rate expert of the Oklahoma State 
Commission, asked that the classification be changed so 
that shipments made in basket work packages, combined 
of woven wood and wire, or in boxes with slatted tops, 
might be ratable as if in crates. He said that this 
would take care of certain kinds of meat shipments in 
their state, which could not be shipped in tight .boxes 
without spoiling en route. He had no objections. to a 
specification in the classification whereby liquids in 
glass or earthenware containers exceeding one quart 
measure would not ‘be accepted for transportation in 
fiberboard or pulpboard boxes. He said, however, for 
one-quart or less sized containers, these packages had 
proven to be satisfactory. 

Mr. Bee said that the Oklahoma commission was not 
ready to make any statement concerning the general 
mixed ear loading provision, as it was felt that there was 
much to be said upon both sides of that question. 


Mr. Bee supported the request previously made 
for a fourth-class L. C. L. and a class D. C, L. rating 
on silos, because he had found that for every 1,000- 
pound silo moving into Oklahoma there was an added 
traffic of 10,000 pounds each succeeding year in the way 
of fat cattle, 


He was, however, not so much interested in the car- 
load movement, and made his stronger plea for the 
fourth-class L. C. L. rating. 

A third-class rating was asked for by Mr. Bee upon 
packing-house brushes returned to manufacturers for 
renewing or refilling. 

A fourth-class rating was asked for on peanut but- 
ter, as Mr. Bee was sure this was an industry which 
would be very large in his state in the near future, as 
thousands of acres are now being planted to peanuts, 
and two peanut butter factories have already been built, 
and others are being planned. 

He objected to the elimination of all returned pack- 
age ratings, and did not believe the carriers could seri- 
ously consider such a proposition. He wanted the empty 
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proposition broadened, so that they might be returned 
with charges guaranteed or prepaid. 

Mr. Bee wanted a specific provision made for a 
cement-mixing compound other than dry, one particular 
kind of which is made in Oklahoma, and no other place, 
and this is known to the trade as Kellastone. In ship- 
ping this material out it goes as a dry material resem- 
bling cement, but there is also a liquid known as Kel- 
lastone Oil, which is necessary to make the mixed ma- 
terial set, and they want a rating and a mixing privilege 
on both. 

Mr, Bee objected to the proposed change in the 
classification on rice, whereby it would carry a second- 
class L. C. L. rating when in single bags and a fourth- 
class L, C. L. rate when in double sacks, without the 
commodity tariffs first being lined up to comply with 
such a provision. He proposed the adoption of the 
fourth-class rating on egg cases or carriers, knocked 
down, in bundles or crates, as he felt that this material 
was little more than lumber, and should have the low 
rating. He had no objection to the elimination of the 
basswood egg case after six months, which would give 
the dealers sufficient time to dispose of all such cases 
now in stock, and he also was favorable to the fourth- 
class rating L. C. L. on wooden fence posts for the same 
reasons advanced on the egg case material. 

He was prepared to talk on the proposed change in 
fertilizer or fertilizer material ratings, but was told that 
the committee would take no action on this topic at 
this meeting, because of the fact that the whole fer. 
tilizer proposition was before the Interstate Commerce 
Commission in the complaint of the German Kali Co. 
vs. all of the western roads. 


Mr. Bee thought the railroads should look with 
favor upon the proposed reduction in the rating on fire 
apparatus because of the added protection it would give 
to them. There seemed to be considerable objection to 
this line of reasoning by some of the members of the 
committee, who felt that, inasmuch as the railroads paid 
their proper share of the taxes, they should not be 
asked to make any further donation to the protection of 
property than was any other citizen of the city or state. 


Mr. Bee said the commission of Oklahoma would not 
look favorably upon any move made by the carriers, look- 
ing to increasing the rates on emigrants’ movables, and 
he thought it was certainly a shortsighted policy upon 
the part of the carriers to attempt the securing of addi- 
tional revenue through that source. He said every pos- 
sible encouragement should be given by the carriers to 
the building up of new country, and if a farmer had 
more feed than would actually be needed while making 
his journey, it was no more than right that he should 
be permitted to take it with him. It would, of course, be 
proper to make some sort of a rule which would protect 
the carriers, and defeat any attempt at manipulating 
rates through putting into a car of corn a few old pieces 
of furniture, and moving the carioad at the emigrant 
movable rate, and he suggested that rule 21-B would 
work well in connection with this matter. He objected 
to a proposed change in the rating on boilers under 10 
feet in length if by this change any sort of range boilers 
were to be rated up. 


Mr. Bee said some of the packers in his state wanted 
a fourth class rating on mincemeat packed in earthen- 
ware and shipped in crates L, C. L. The chairman, how- 
ever, told him he did not think the rating was a fair 
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one, as that was the rate given to the dry mincemeat, 
which could not easily be damaged, and which could 
not damage other property with which it might come in 
contact. 

Referring again to the subject of peanuts, he thought 
they should have a third class rating unshelled in bags, 
boxes or barrels. When shelled they should have a third 
class rating when in bags, and a fourth class rating when 
in boxes. When cooked they should be rated 3, 3, 2 and 5. 
He said this commodity was not a valuable one, ranging 
in price from 2% to 4% cents per pound, and that it 
was a valuable food product, and that the production 
was going to very largely increase and give the carriers 
valuable tonnage. 

Speaking for smoked sausage, Mr. Bee asked that it 
be rated third class in crates, the same as when shipped 
in barrels or boxes, because of the fact that some kinds 
of this sausage must be shipped in crates, to prevent 
it spoiling en route. He asked for a reduction from 
first to third class on street railway tickets in boxes, 
bundles or crates, L. C. L., because of the fact that it 
was one of the lowest price printing matter commodities 
being shipped. He called attention to one shipment re- 
cently received by the Oklahoma Street Railway Co., 
weighing 3,130 pounds, upon which they had been asked 
to pay $56.34 freight. He said these transfers carried 
no advertisements upon the back, and were, of course, 
simply given away. 

A fourth class 24,000-pound carload minimum was 
asked for by Mr. Bee upon packers’ tank trucks. He 
said this was a low-priced commodity, used largely by 
the packers, and should be given this lower rating. 

The hour for adjournment for luncheon had at this 
time arrived, but one of the members of the committee 
told Mr. Fyfe that C. S. McNeely of the Central Ware- 
house Lumber Co, had a subject which was not on the 
docket, and which he asked the committee to give a 
part-of their lunch hour to, so that he might be heard 
and get away. The question being put to a vote, Mr. 
McNeely was given permission to be heard for a short 
time, and asked for a fourth class rating on wooden 
silos, carloads. 

The chairman told him he did not think the silo 
people had kept faith with the carriers, the doors and 
frames only being shipped on the silo rate, and the 
balance of the materia] shipped as lumber, and Mr. 
McNeely told him that the sides of the wooden silo were 
nothing more than lumber, and should be properly car- 
ried at that rate. The chairman told Mr. McNeely that 
the whole silo question would be given consideration, be- 
cause it was at the present time giving the carriers a 
jot of trouble. 

Ben. L. Jacobson of the Iowa Board of Railroad Com- 
missioners said that they neither favored nor opposed the 
putting into the Western Classification, of a rule similar 
to rule 10 in Official. 

Mr. Jacobson asked the committee to give their care- 
ful consideration to the third class 12,000-pound minimum 
weight, subject to rule 16, asked for, on litter or feed 
carriers in boxes, bundles or crates. He said the ship- 
pers of Dubuque would be very seriously damaged if the 
rating upon wooden window frames was increased from 
second to first class. 

They now enjoy a nice trade in this business, but 
if the proposed rating was put in they could not compete 
with the local manufacturers, and would have to dis- 
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continue the business. These shippers did not see the 
necessity for requiring that doors and sash carrying plate 
glass should be completely boxed. 

Mr. Jacobson had a number of other items listed, 
but, inasmuch as they had all been carefully covered by 
previous speakers, he simply passed them, with the re 
quest that the matter be given careful consideration of 
the commission. 

E. H. Draper, traffic manager of the Western Grocer 
Co. of Marshalltown, Ia., was opposed to a rule simila 


, to rule 10, but did favor such legitimate mixtures as wer 


at the present time in the classification. 

He wanted a carload rating on canned goods in boxes 
with open top in straight carloads. He said there are few 
such cars moving, but occasionally there was a demani 
for such a movement, and hence the request for the rating 

He explained that such movements were almost a 
ways on unlabeled goods shipped from one section o 
the country to the other, to make up for a shortage, th< 
cases being left open so that labels could be pasted on 
by the dealer and the original shipping cases used in 
sending the commodity on out to the consumer. 

J. K. Wilson, Jr., representing the Watrous Manu 
facturing Co. of Des Moines, Ia., who had previously asked 
for a fourth class rating on washing machine trimmings 
said that he had come to the conclusion that such 
rating would be too low, and asked that his petition be 
amended to read a third class rating. 


R. J. Byrket of the Bell Specialty Co. of Des Moines 
wanted a fourth class rating on roof flashings shipped 
in barrels. He said these barrels weighed from 250 to 
300 pounds each, and the flashings had but little more 
value than the raw material, were not easily damaged 
and, if damage did occur, they had a very large salvag: 
value. 


Jos. Mayer of the Star Clothing Mfg. Co., Jefferson 
City, Mo., wanted the classification changed so as to 
permit of the shipment of duck, drill, denim or ging 
ham overalls and jumpers in bales and at first class 
ratings. He said fully one-third more goods could be 
loaded into a car when baled, and they were easier 
to handle, and such shipments could not be pilfered. 

Mr. Mayer said his company shipped 5,000 tons 
of these goods a year, and baling would be cheaper 
for them and safer for the carriers, as well as giving the 
carriers a much greater revenue per car. 


Mr. A. T. Waterfall, traffic commissioner of the 
Detroit Board of Trade, said he had three overall makers 
from Detroit present who would like to be heard on 
the same subject, and Mr. Abner Larned of Larned, 
Carter & Co., said he wanted to thank whoever docketed 
the petition, as every man who handled boxed overalls 
from the time they left the factory to the time of their 
arrival at the merchant’s store was a user of overalls, 
and if one of the boards upon the box came loose, tli 
temptation to take out a few garments was frequently 
too great to be withstood. Within the past two years 
his company has shipped two million dollars of such 
goods baled, with only one claim for shortage. In this 
case the bale had lain in the depot for several months. 

He said overalls were sold at a standard price of 
50 cents and $1.00 and that price could not be 
creased 5 cents because of increased freight charges, 
or the railroads would again be blamed for the in 
creased cost of living. 

Mr. J. W. Lee of Fink & Co. said they used rope 
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pon their bales as it lessened the possibility of 
iamage from moisture rusting the iron and the goods. 
said the baled goods stood for economy in many 


ays. In the L. C. L. shipments, which they had 
eviously shipped in boxes, it took two or three 
ruck loads to and through the freight house each 


ay to take care of their business, and the same 
mnage now only made one truck load. 

W. J. Cummings of Sweet, Orr & Co. of New 
York City, said they had been shipping baled overalls 
for 25 years and that since they had put in a power 
press, six years ago, they had never filed a claim with 
the earriers for shortage. 

Geo. H. Tompkins, secretary of the Iron Pump 
Manufacturers’ Association of Chicago, asked for the 
restoration of the third class rating on set-up iron pumps, 
as that had been done in Southern Classification territory. 

A. Y. McDonald of the A. Y. McDonald Mfg, Co., 
Dubuque, Iowa, made the same _ request. He _ said 
they made no pumps with projecting braces, and 
handles whenever practicable, are removed. 

M. T. Curran of the Ringen Stove Co., St. Louis, 
asked for a first-class rating on portable  sheet-iron 
bake ovens either in boxes or crates, because the 
price of the ovens was only about half what it had 
formerly been and also because of the fact that both 
the Official and the Southern classifications gave him 
that rating. As illustrating why they were unable 
to sell in a large part of Western Classification ter- 
ritory he said the rate was 90 cents to the river, 87 
cents to New York, 94 cents to Boston and 24 cents to 
Texas common points. The chairman thought the 
sample shown was quite liable to be damaged in transit, 
and Mr. Curran said that while they last year made 
63,900 ovens, their total claims only amounted to $35.12, 
and they made the claims for three-fourths of their cus- 
tomers. 

Stanley M. Withrow of the Withrow Manufacturing Co. 
wanted to be allowed to ship their go-baskets or per- 
ambulators in packages with a special rating because 
of the particular way in which they collapsed. 

Based on value and space occupied, the chairman 
said they are now being properly rated. 

J. E. Robinson, representing Albert Miller & Co., 
Chicago, could not understand the reason for the proposed 
increase in rating on sweet potatoes from class C to 
class B. 

Thos. E. Donlin of Spratt’s Patent, Ltd., Newark, 
N. J., desired a fourth class rating on their dog biscuit. 
He said they were at present unable to do much busi- 
ness in western territory, because of high freight 
charges, their principal market at this time being in 
Official territory, where they were given the fourth class 
rating, 

J. E. Rice, with the Multiplex Display Fixture Co., 
Wished a third class rating on iron or steel display 
racks, K. D. in boxes or crates, as the present rates 
kept them out of doing business very far from home, 
some recent shipments showing the following figures: 


Weight Value Freight Charges 
518 pounds $140.00 $27.00 
486 pounds 94.00 16.04 
602 pounds 103.00 19.81 
-00 pounds 37.00 6.60 


Walter H. Bell, of the Graham Paper Co., St. Louis, 
Was not in favor of putting rule 10 into Western Classi- 
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fication, but was in favor of such legitimate mixtures as 
weer at this time carried, and he wanted various paper 
mixtures adjusted and broadened so as to include twine. 

John M. Glynn, traffic manager of L. M. Rumsey, 
wanted a third class L. C. L, rating on lead pipe in 
coils, wrapped with excelsior pads. He said such 
packages were safe, as they had shipped 650 tons 
so packed in 1912 without damage and they saved from 
65 to 125 pounds in tare weight by so shipping. 

W. D. Webster, of the Thomas Grate Bar Co., 
Birmingham, Ala., wanted a reduction from first to 
fourth class on grate bars, because of their low value, 
their freedom from liability to damage, the large ton- 
nage, amounting to 540,000 pounds into western terri- 
tory alone, last year, as well as the fact that they were 
carried at fourth class in Official and at fifth and sixth 
in Southern territory. 

F. G. Russell, traffic manager, Landers, Frary & 
Clark Co., New Britain, Conn., asked for a rating on 
lunch boxes, included in each of which was a thermos 
bottle. 


Mr. Russell presented a new angle in the cutlery 
question by exhibiting a large number of knives, some 
with silver trimmings being much less valuable than 
some without, and some steel knives being of more value 
than some which were gold or silver plated. The knives 
exhibited were all carvers, and Mr. Russell said the 
highest priced silver ferrule they use does not increase 
the cost of such a knife 35 cents, while the kind of a 
handle used might increase it a dozen times that amount. 

The increase proposed would mean 113 per cent to 
the coast and 100 per cent to the Missouri River, and 
he asked the committee to carefully consider the matter 
before attempting such a raise. He, however, would not 
object to the proposed rating on table knives and forks. 

J. M. Malcolm of Beals Bros., Inc., East Alton, IIl., 
wished a fifth-class 36,000-pound carload minimum on a 
miscellaneous assortment of hand tools used in building 
railways. 

H. D. Pierce, representing the Vermont Marble Co., 
Chicago, wanted a class E 36,000-pound minimum on 
stone grave vaults, also upon dressed marble for build- 
ing purposes, as well as upon granite blocks or slabs 
and granite monuments and parts. 

T. T. Bond of the Fairbanks, Morse & Co., Chicago, 
wanted a class A rate on mixed carloads of scales. He 
did not consider pitless scales as agricultural imple- 
ments, as they were largely used by coal dealers, grain 
dealers and many others besides farmers. 

A. R. Newcomber, an agricultural implement dealer, 
said the pitless scale was an agricultural implement, and, 
in his opinion, they did not come into competition with 
the pit scales. ‘ 

J. T. Humphreys, representing the Phoenix Cotton 
Oil Co., Memphis, asked for the same rate on cottonseed 
cooking oil solid as applied on lard. 

The chairman did not think a lower rating could 
be made on the refined oil than upon the crude oil, and 
Mr. Huhphreys said there were numerous instances in 
which that was done in Western Classification. 

During the past six months they shipped 6,773 bar- 
rels of their cooking oil, and if any of them had been 
damaged he had not heard of it. Of that total, not 2 
per cent went into the western lines territory, simply 
because they could not compete with lard in that terri- 
tory. 
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They are willing to waive the fifth-class rating on 
carloads if granted the other relief. 

O. M. Rogers, representing the American Burtonizing 
Co. of New York, wanted fourth-class L. C. L. rating and 
class B 36,000-pound carload rating on dry water-harden- 
ing compound, used largely by brewers. 

W. L. Caton, representing F. W. Bird & Son of East 
Walpole, Mass., wanted a fifth-class 36,000-pound mini- 
mum on wallboard, the same as on pulpboard. One 
made from old paper and the other from new wood pulp, 
and the latter carried the lower rating. The chairman 
said both were carried at fifth-class, and any difference 
was due to commodity rates. 

Mr. Caton also wanted the privilege of mixing wall- 
board and roofing paper and getting the same rates as 
were given shippers of straight pulpboard. 

W. H. Loomis, Jr., representing the Blaugas Cabinet 
Co., Kansas City, wanted a rating on his product and 
upon the empties returned. 

S. A. Walker of the Acme Cement Plaster Co., St. 
Louis, said he hoped the proposition to eliminate the 
returned empty rate would not be attempted, as it would 
work a very great hardship upon them. He was in 
favor of tightening up the provisions for the acceptance 
of empty cement sacks, as shipments now started to 
them as one bundle sometimes now come in as fifty, be- 
cause of being tied with light twine. 

“A. J. Koke, representing A. Leschen & Sons Rope 
Co., St. Louis, wanted an allowance for blocking in ship- 
ments of wire rope in reels. If not blocked, great dam- 
age might be done to the cars, and they use from 500 to 
1,000 pounds of blocking from which they get no revenue. 

Both the Official and the Southern classifications 
make an allowance for blocking, and they are also pro- 
vided for in the southwestern and transcontinental ter- 
ritories. 

The chairman said the whole proposition was as to 
making an allowance to one shipper and not to another, 
and he was afraid it could not be defended. Mr. Koke 
said the allowance in this case would be for the pro- 
tection of the property of the carrier and not that of the 
shipper, as the wire wouldn’t be damaged even if the 
reel went through the side of the car. 

E. J. Perkins of the National Biscuit Co., Chicago, 
objected to the proposed increase in rating on bakery 
goods packed in fiber or metal cans with glass fronts. 
He asked for a rating on crackers shipped by them in 
a crate mounted on casters and on the empty returned. 

The chairman said there had been a lot of complaint 
about the way in which this crate tore around in a car, 
and he promised to see if some plan could not be evolved 
whereby it could be locked or blocked. 

Mr. Perkins protested against the abolishment of 
the returned empty rate, and Mr. Fyfe said he believed 
the matter had been docketed simply to cut out from the 
returned empty list those things for which there was no 
demand. 

H. G. Wilson of the Kansas City Transportation Bu- 
reau wanted a class C rating, with a minimum of 36,000 
pounds, subject to rule 6-B, on iron and steel pump 
castings. 

One car received weighed 42,800 pounds by the firm 
he represented, cost originally $1,177 at Kansas City, and 
they put on about $1,000 additional work. It was pos- 
sible the rating asked for was not right, but the figures 
submitted showed that they were not shipments of other 
than rough castings. 
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Mr. Wilson wanted a second-class rating on toy iron 
wagons and banks, in boxes or barrels, because they 
were cheap iron castings and not liable to damage. 

He emphasized the request made by Mr. Loomis for 
a rating on Blaugas empties, saying the shipments out 
bound weighed 115 pounds and the returned empty 95. 

He was not sure that the third-class rating asked 
for by the shipper who docketed the request for a third 
class rating on hay presses and gasoline engines com 
bined or mounted on the same base was correct, as test 
shipments had figured about 110 per cent of the third 
class rating, but he thought it should be given som« 
thing less than first class. 

He thought the time had come for a proper rating 
on rugs as commercially handled. Some of the rugs are 
expensive, but the great percentage was a low-priced 
article, and he thought the elimination of the oriental 
rugs would give the carriers the opportunity of making 
a proper rating on the cheap ones. 

He said there was a demand for a mix carloading 
on sheet steel products, consisting of tanks, grain bins, 
culverts, ventilators, silos, garages, ete., and, as the) 
were legitimate mixtures, he hoped it would be given. 

He wanted a carload rating on folding metal ironing 
boards, and the chairman called his attention to the fact 
that they were at present provided with a third-class 
12,000-pound carload minimum, under furniture. He 
thought the customer would be satisfied with a fourth 
class 20,000-pound minimum. 

He wanted to protest the proposed increase in rat- 
ings on shipments because they were packed in fiber- 
board, and was told no action would be taken upon that 
topic now. 

He did not favor rule 10, as he thinks it would not 
be beneficial to the people in the West. If it was adopted 
it would seriously hurt the manufacturer and jobber. 

The jobber is opposed to indiscriminate mixtures, as 
his business has been built up on the differences b« 
tween the C. L. and the L. C..L, ratings. The rule would 
increase his competition by putting the forwarder into 
the business. The manufacturer is opposed for the rea- 
son that the population in the West has created a d: 
mand for his product and the rule would increase 
competition. 

Earnings of the carriers would be diminished by the 
adoption of such rule, because it would decrease the efii- 
ciency of the equipment as decreasing the average car- 
loading. It would increase the carload hauls, and thus 
decrease the L. C. L. hauls where the earnings wer 
greater. In a recent investigation he found 65 articlé 
taking L. C. L. ratings of first class or higher whi 
take a carload rating of third class or less, and if ru 
10 was made effective it would reduce the rating on t! 
most of this to third class. West of the Mississippi 
River, among those engaged in commerce, there is no 
demand for rule 10. He said he understood some 
the state commissions had advocated the adoption 
rule 10, but did not believe they had given the matte! 
sufficient consideration or it would be opposed. 

E. J. McVann of the Omaha and Council Bluffs Tr 
fic Bureau said their people were opposed to the ado! 
tion of rule 10. He offered his help if it was needed 
any time in defending the carriers’ position on this rul° 
It had been his experience that everyone having the 
promiscuous carloadings was constantly working to loa: 
just to the minimum instead of the maximum of tle 
car. 
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Mr. MeVann protested the proposed increase on 
akery goods and thought the putting into the classifica- 
mn of such a package as spoken of by Mr. Perkins was 
mistake, as he did not feel that a shipper offering a 
ery similar package should be penalized simply because 

did not comply in every particular with the package 

scribed. He hoped some solution might be reached in 
e candy question, as the Iowa and Nebraska commis- 
ions now provide a third-class rating, and, while that 
nade a situation which was favorable to some of the 
Omaha jobbers, he preferred to see the whole situation 
made right. 

Mr. McVann had a number of other subjects in 
hich he was interested, but as they had all been gone 

into by previous speakers he passed them by. 

He had a letter from Mr. M. S. Hartman of the 
fairmont Creamery Co. of Omaha, in which he said that 
the proposal to increase the thickness sides, top and bot- 
tom of egg cases was without reason, for in going over 
more than 1,000 claims filed by them not one had been 
due to the thinness of the material. The most of their 
damage claims come from cases being dropped—use of 
defective fillers, freezing, etc. 

Mr. McVann thought cushioning top, bottom and per- 
haps ends would very largely reduce their claims, and 
he believed the carriers would be entirely justified in 
refusing to accept eggs not properly packed. 

He wanted a third-class rating on ground gelatine in 
boxes or barrels, and a rating on automatic vacuum ice 
cream freezers in fiber packages, coated, at third class, 
but after looking over the classification he had come to 
the conclusion that second class was nearer right. He 
advocated the lower rating asked for on peanuts because 
of their low price and great value as a food product. 
Because some of his people are dealers in rugs, he was 
interested in the proposed rug rates, but wanted to know 
how the carrier was going to distinguish between do- 
mestic and oriental rugs. 

Silo material is usually indistinguishable from lum- 
ber, and he maintained there ought not to be two rates 
on material, one when the silo maker shipped the stuff, 
and the other when a sash and door man or a lumber 
man shipped it. 


The chairman told of one instance in which a silo 
firm had formed two other corporations, one a lumber 
company and the other an iron company, so that the 
only silo material the carriers were getting from it was 
some small fixtures. 


Mr. McVann thought these ratings should be revised, 
as he did not believe the use to which material was put 
was a defensible basis for classification. 

Thomas H. Rogers of the Thomas A. Edison Co. of 
Orange, N. J., asked for a revision of his petition to 
read moving picture machines instead of kinetoscopes. 
He said the recent movement in recent years was very 
different from what it had been when the rating was 
first made. Now the average value is only $86.45 and 
the average weight is 180 pounds gross. 

The only article in the shipments now being made 
which would call for the double first-class rating would 
be the lenses, and if it would help to reduce the rating 
they would not include them, as they weighed only three 
pounds and could easily be shipped by express. 

Walter Huncke of the Iowa State Manufacturers’ As- 
sociation, Des Moines, Ia., wanted galvanized silo tops 
included in silo top material. He also wanted a straight 
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C. L. rating on silo tops, as there was a demand for 
both. 

B. F. Rogers, representing all of the motorcycle side 
car manufacturers of the central West, said that last 
year 1,300 motorcycle side cars were made, and this 
year they expect to sell from 8,000 to 10,000. Because 
of this large movement they want the same rating as 
was given on motorcycles and the privilege of shipping 
them in straight and mixed carloads. 

There being no other shippers present desiring to 
be heard, the meeting was adjourned. 


ICE SWITCHING RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Arguments were made on Saturday morning in the 
matter of the complaint of the People’s Fuel & Supply 
Co. against the Grand Trunk Western Railway Co, et al., 
covering alleged increases in the ice rates to certain 
districts of Chicago, from Silver Lake, Wis. The matter 
really involves an increase in the switching charge from 
1 cent to 1% cents, or of about $9 per car, as the mini- 
mum was increased from 40,000 to 60,000 pounds. It 
was claimed that the old rate of $3 per car was suffi- 
ciently remunerative, and that there was no need for 
the increase. It is claimed that this is discriminatory, 
and that it makes a rate that is unreasonable per se. 





As to the latter charge, the defendants take the posi- 
tion that no evidence was offered to show that the rate 
Was unreasonable, and that the charge is merely one of 
discrimination, and that they have also failed to sustain 
that charge. It is further alleged that the competitors 
of the complainants, whom it is claimed are given more 
reasonable rates, are not on the lines of the carriers 
made parties to the suit, and therefore no charge of dis- 
crimination can hold as to them. The increase is justi- 
fied by defendants on the ground that the nature of the 
service is such that it is expensive, labor costs more, 
and the large return empty haul movement. 


REVISES RULES OF PRACTICE 





The Commission on April 4 published a revision of the 
rules of practice in which there are changes of consid- 
erable importance in that the nomenclature is changed, so 
that the so-called defendants hereafter will be known as 
respondents. The language is also improved where no 
change is made in the substance. Petitions must hereafter 
all be printed or in typewriting and on paper not in excess 
of 8% inches wide and not more than 12 inches long and 
weighing not less than 16 pounds to the ream, with a left- 
hand margin of not less than 1% inches width. Answers 
must be prepared on similar paper. 

The time for answers by respondents whose general 
offices are west of El Paso, Salt Lake or Spokane must be 
made within 30 days from the time of service. All other 
answers must be made within the present limit of 20 days. 


All that part of the rule requiring the answers to 
specifically admit or deny the allegations is stricken out 
and the rule under the caption, “Notice in nature of 
demurrer,” is hereafter to be known as the rule pertain- 
ing to motions to dismiss. 

The rule with regard to briefs is changed so as to 
provide a margin of 1% inches instead of merely a suit- 
able margin. 
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IRREGULARITIES IN WEIGHING 


Argument at Washington Brings Out Large 
Array of Counsel and Number of 
Interested Shippers 





THE TRAFFIC SERVICE NEWS BUREAU, 
Celorado Building, Washington, D. C. 


Just how important to shippers and carriers is the 
subject of irregularities in weighing and practices and 
Cc. L. and L. C. L. shipments was shown by the unusually 
large attendance on the argument of this question on 
Wednesday, and the voluminous record, covering thou- 
sands of pages. Among those present were the following 
counsel for carriers: A. P. Burgwin for the Pennsyl- 
vania Lines West; George A. Waterhouse and H. A. Tate 
for the Norfolk & Western; C. H. Blatchford for the 
Boston & Maine, Maine Central, Rutland, New York, New 
Haven & Hartford; W. L. Kinter, assistant general so- 
licitor for the Philadelphia & Reading; E. H. Ewing, 
general superintendent Philadelphia & Reading; W. T. 
Hughes, Rock Island, Rock Island & Gulf, Trinity & 
Brazos Valley, St. Paul & Kansas City; T. J. Norton, 
Santa Fe; S. B. Copley, general coal freight agent for 
the P. & R.; T. W. Reath, Norfolk & Western; R. B. 
Scott, W. E. Wells and C. B. Bernsten for the Burling- 
ton; C. C. Wright and F. P. Eyman, C. & N. W.; F. D. 
McKenney, Pennsylvania Lines West; R, L. Russell, gen- 
eral freight agent P. & R. 

Other interests were represented by the following: 
J. M. Belleville and O. F. Bell of the National Industrial 
Traffic League; W. A. Glasgow, Jr., Anaconda Copper Min- 
ing Co.; P. P. Rainer, Joint Inspection Bureau; John W. 
McClure, Southern Lumbermen’s Club of Memphis; James 
B. Stark, Nashville Hardwood Lumbermen’s Association; 
W. M. Bertolet, Pennsylvania Retail Coal Merchants’ As- 
sociation; W. S. Phippen, National Wholesale Lumber 
Dealers’ Association; George K. Smith, National Lumber 
Manufacturers’ Association. There were perhaps a dozen 
other attorneys present, but they did not enter formal 
appearances on behalf of their clients. 

The matter is one that has been a subject of fre- 
quent complaint for many years. It was brought to a 
focus by the action of the lumber and furniture men of 
the country, upon whose complaints the Commission 
entered upon an investigation, in which they were as- 
sisted by John T. Marchand. He made the opening 
argument. He briefly outlined the factors entering into 
this complex equation, including inaccuracies of sten- 
ciled weights on cars, in many cases due to climatic 
conditions, which, in some instances, will vary as much 
as 2,200 pounds; the utter absence of any standardiza- 
tion of scales; the frequent inaccuracies and inadequacies 
of track scales and the numerous other elements, in- 
cluding the human, entering into the matter. 

Mr. Marchand called attention to the series of ques- 
tions issued by the Commission for the conduct of the 
investigation, the first of which was, should the federal 
government assume jurisdiction, and, if so, to what ex- 
tent? On that point he took the position that a law 
should be enacted which would make it unlawful for 
any common carrier to use any weighing machine unless 
it should come to a standard principle, to be outlined 
by the Commission, the Commission to designate the 
type but not the make of scale to be used. 

The Commission’s representative made the statement 
that conditions all over the country are inadequate. 


When asked by Commissioner Clements to substantiat 
that statement, he called attention to one line in th 
South which, over its thousands of miles of tracks, ha 
only two scales whose length is 42 feet, and many o 
which are much shorter. He suggested that 46 feei 
should be adopted as a minimum for track scales. !) 


many instances scales, he said, are built on wooden 


foundations, which are subject to absorption and roi 


Inadequate pit construction and absence of drains are 


another frequent cause of inefficient weighing. Founda 
tions should be made either of concrete, brick or ston: 


Test cars are frequently used for living purposes while 
they are in use, involving added weight for ice and other 


materials and equipment, of which no account is taken 
The best scales in use, said Mr. Marchand, are those 
of the Pennsylvania Co., which were installed at a cost 


of $20,000 each, and are maintained at the highest state 


of efficiency at the Juniata yards. Scales can be had 
costing all the way from $3,000 to $8,000 or $10,000, and 
after their installation they should be inspected every 
two or three months. 

On the subject of variations, Mr. Marchand stated 
that the weigher of the Pennsylvania Lines allows four- 
tenths of one per cent, which would make 552 pounds 
per car. He suggested that the percentage should be 
not in excess of two-tenths of one per cent, because, 
while a four-tenths would not mean a loss of very 
much on a car of coal, if, however, it were applied to 
merchandise rating at $1 per 100 pounds, it would mean 
a considerable loss to the shipper. The test of reliability 
should be made by the bureau of standards, which is 
thoroughly equipped for this work, 

The American Weighing Association has a rule to the 
effect that where a car varies more than 1 per cent 
from its stenciled weight, it must be restenciled. M1) 
Marchand recommends the adoption of the same rule, 
the cars, however, to be clean and ready for the use for 
which they are intended at the time they are offered for 
stenciling. 

Weighing agreements should be extended to all ship 
pers alike, and it was suggested that closer supervision 
should be kept upon the transactions between weighing 
associations and shippers. Cars should be weighed and 
stenciled immediately before and after loading and gross 
and net weights should be shown on waybills; and cars 
should not be reweighed unless upon request of shipper 
and upon payment of $1 per car. If, however, cars are 
not billed according to stenciled weights, then shipper 
could demand reweighing without payment of fee. If 
error of over 500 pounds is shown, then no charge should 
be made for the weighing. 

A representative of the Bureau of Standards, C. A 
Briggs, suggests that the result of their work is that 
with cars tested on properly adjusted scales, weights can 
be best recorded when cars are in motion and uncoupled, 
rather than by spotting. While they have made no actual 
tests on coupled cars, they do not believe accurate weights 
can be secured in that way. Tests were made by tlie 
Bureau on the scales in the Juniata, Pitcairn and Deny 
yards of the Pennsylvania and at Keyser, W. Va., on tle 
B. & O., covering 60 or more cars. 

O. F. Bell of the National Industrial Traffic Bure:" 
suggests inspection of scales should be made three or fou! 
times a year. He advocates weighing cars, light, u»- 
coupled, and standing still on the scales, and the same 
for loaded cars. In the main he advocated the sugge*- 
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ions offered by Mr. Marchand; but, as to government 
upervision, he thinks it should not extend to the rules 
» be adopted. 
F. D. McKenney, for the Pennsylvania, said this in- 
estigation has been instituted for information and not 
‘ purposes of prosecution, and with this end in view 
> railroads have tried in every way to co-operate with 
he Commission, The correctness of weighing is, with 
few exceptions, realized by the carriers as a prime neces- 
sity, and more and more efforts are being made to bring 
about accuracy, aS Near as may be. 

As to statute authority, on and after some date to be 
named, designating type of scales to be used, for which 
\ir. Marchand found authority in the safety appliance act, 
Vir. MeKenny thinks the cases are not analogous and, 
even if they were, the Congress refrained most sedulously 
from stipulating anything about type. To say you shall 
not weigh freight nor transport it in interstate commerce 
is unreasonable; but to say that you cannot transport 
freight unless it has been weighed under proper super- 
vision and regulation is a proposition that probably would 
not be epposed by the carriers. 

Mr. MeKenny does not believe that the practice of 
sending cars into interstate commerce on improper weigh- 
ing has been universal, while tnere have been some such 
instances. 

The American Railway Association has afforded ma- 
terial assistance to the Commission, and, in view of the 
fact that they are now formulating rules to be submitted 
to a conference to be held in this city in May, and, in 
view of the fact that no one knows yet just what would 
be best asked for at the hands of the Congress, Mr. Mc- 
Kenny suggests that it might be as well for the Com- 
mission to await the result of the efforts of the Asso- 
ciation before they shall apply to Congress for a statute 
on the matter. 

As to the type of scales to be employed, Mr. Mc- 
Kenny says the minimum cost for a scale and its installa- 
tion, which will afford a reasonable degree of accuracy, is 
$3,000. At the present time trunk line carriers are install- 
ing scales at a cost of $6,000 each, on an average; on 
the Pennsylvania only the $20,000 scales are being in- 
stalled, but even these are subject to variation and in- 
accuracies in actual practice, where even a wind pressure 
will make a variation of as much as 50 pounds. Absolute 
accuracy can never be obtained except in the office of 
a physicist. Therefore, it is necessary that reasonable 
requirements should be made, and the carriers are not 
opposed to any set of regulations which the Commission 
may promulgate as the result of this and the American 
Railway Association’s investigations. The railways desire 
to come as close to reasonable accuracy as possible. 


There should be a tolerance of not to exceed 1 pound 
in 1,000 pounds of a load, he said. 

Suitable, persistent and efficient supervision should be 
maintained, varying with the amount of use of -the scales 
involved; it has been suggested, in some cases, that ex- 
mination twice a day is necessary. As to the proper 
personality for inspection, Mr. McKenny thinks the ordi- 
lary yardmaster is not capable. Expert trained men, for 
he expert weighings (which should be conducted from 
‘very 60 to 90 days), should be specially trained for that 
ork. 

As to methods, the evolution of the test car, which 
4S come into use, and in conjunction with it a master 
Scale which is subject to continual test by master weights 
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kept accurate by yearly tests with the Bureau of Stand- 
ards, as nearly approach exactness as it has been possible 
to achieve. Those cars are kept in reserve and are sent 
out whenever they are called for, in addition to the reg- 
ular inspection, and no repairs are made on that test car 
while on its trip, except in extreme cases, and every 
effort is made to keep it as near accurate as possible. 

While the Pennsylvania is not unique in its efforts 
as outlined above, and while there are some roads that 
do not keep up quite such a degree of efficiency, still, 
with few exceptions, all roads are doing their best to 
bring about efficiency in this matter. 

As to methods, spot weighing is in most general use, 
but motion weighing has been found satisfactory, except 
as to some theorists. The Juniata 52-foot scale has been 
adopted as the Pennsylvania scale and will be installed 
all over their system. It is situated between the receiving 
and classification yards, and has weighed in excess of 
1,500 cars per day, and in justification of motion weigh- 
ing, as opposed to spot weighing, the exigency of the 
transportation business on this and other systems de- 
mands there must be moving weighing. The Pennsyl- 
vania from time to time conducts tests as between spot 
and motion weighing, the latter under known and con- 
trolled rates of speed, over an artificial hump, and with 
well-defined variations for climatic conditions, and it has 
been found possible accurately to weigh a car over that 
scale in 3% seconds. On the lines East moving a mechan- 
ical recording device has not been regarded as satisfactory 
on some particular scales, although it may be possible 
to secure accurate records. 

The life of a scale at Juniata is 38 months, during 
which they~weight 62,000,000 tons, on which no serious 
caqmplaint has arisen as to inaccuracies of weight, and 
while there may have been inaccuracies as to weather 
conditions, the large shippers realize the occasion for 
such things, and it is from the small shippers that most 
of the complaints usually come. 


RULINGS OF COMMISSION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Commission in conference has made the following 
rulings: 

Where a violation of the long and short haul clause, 
which existed at the time the act was passed, has been 
removed, the carrier may not subsequently restore such 
violation without special authority of the Commission. 








The order of the Commission requiring carriers in 
Central Passenger Association territory, on or before May 
1, 1913, to bring their passenger tariffs in harmony with 
the fourth section of the act, and including instances in 
which interstate passenger fares exceed the combination 
of rates established by state authority, has been extended 
until May 1, 1914, with the understanding that unless by 
that time a definite order is issued by the Commission 
a further extension will not be made. 


In a case involving a custom of a telegraph company 
to install wires and instruments in business houses and 
to arrange with the house on some plan of operating 
same, it appears in some instances that the telegraph 
company pays nothing for the space occupied, but gives 
a part of the telegraph receipts to the operator, who is 
also employed by the house; in other instances the tele- 
graph company pays a regular wage to the operator and 
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gives a proportion of the receipts to the house; in in- 
stances where such commissions are paid, the telegraph 
business of the house itself also carries the commission 
to the operator or to the house, according to the arrange- 
ment. The Commission holds that it is unlawful for a 
telegraph company to pay to the firm or house in whose 
building the telegraph office is located, any commission 
on its own business. 





No average agreement under the uniform demurrage 
rules may properly combine in one account the cars of 
more than one consignee. Demurrage agreements may 
not properly be made with draymen serving various con- 
signees or with public elevators serving various con- 
signees. Bach average agreement must cover the business 
of one consignee only. 





Paragraph 43 of the Commission’s regulations for the 
transportation of explosives and other dangerous articles 
by express was amended to read as follows: 

“43. Moving picture films must be packed as follows: 

“(a) In spark-proof metal cases, enclosed in strong 
and tight wooden or fiberboard boxes or pails. 

“(b) In spark-proof cases made of sheet iron not 
less than 0.02 inch thick (No. 25 U. S. standard gauge) 
and lined throughout with fiberboard at least % inch thick, 
or some other equivalent insulating material. The covers 
of these cases must fit tightly and must lap over the 
body at least % inch on the sides, forming a tight joint.” 





It is the view of the Commission that the term 
“families” as contained in the pass provisions of para- 
graph 5 of section 1 of the Act to regulate commerce 
does not include nurses who may be in attendance and 
traveling with a railway employe who is entitled to free 
transportation. 





Rail carriers may not properly advance charges to 
ocean carriers on import traffic, except where property 
is billed through from point of origin to ultimate destina- 
tion and such through billing separates the liability of 
the inland carrier or carriers from the liability of the 
ocean carrier and shows the tariff rate of the inland 
carrier or carriers. Such charges of water carriers may 
not be advanced by railroad carriers subject to the act 
in cases where property moves under a separate con- 
tract of transportation from the port of entry to the final 
destination. 





Some confusion seems to have arisen in the minds 
of shippers as to an apparent conflict between the deci- 
sion of the United States Supreme Court in the case of 
the Kansas City Southern Railway Co. vs. J. M. Carl, 
announced March 10, and views recently expressed by 
the Interstate Commerce Commission in the Western 
Classification case regarding the application of rates based 
upon the declared value of a shipment. 

The court held that when the carrier has filed rate 
sheets which show two rates based upon the valuation, 
the shipper must disclose the valuation if he desires the 
lower rate and that, in the absence of knowledge, the 
carrier has a right to assume that the higher of the rates 
based upon value applies. 

In its decision in the classification case, in connection 
with rule 2 of Western Classification, Investigation and 
Suspension Docket No. 7625, I. C. C. 476 and 477, the 
Commission held that rule 2 should be so changed as 
to place the duty upon the carrier to notify the shipper 
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of the alternative rates and present for his signature th 
necessary bill of lading to secure the desired rate. 
That there is, however, no conflict in the two de 

sions is evident when we consider that the decision « 
the Supreme Court was predicated upon -the rate sched 
ules and classifications in effect at the time the shipmer 
in question moved, and was not predicated upon a 
amended rule, such as is suggested by the Interstate Con 
merce Commission in its decision. In their relation to 
rates and practices of carriers the two bodies occu; 
different ground and perform a dissimilar service. Th: 
Supreme Court considers rates and practices of carriers 
in the light of existing statutes and rules of law and 
in the light of the determinations of the Commission in 
connection with such statutes and rules of law. The 
Interstate Commerce Commission applies the declaration 
of Congress, that rates, rules and practices of carriers 
must be just and reasonable, to the particular cases which 
are brought before the Commission, and upon the Con 
mission rests the duty of ascertaining what is just and 
reasonable. In doing this the Commission acts as the arm 
of Congress—a position which the courts do not occupy 


COMMERCE AT ILLINOIS UNIVERSITY 


In connection with the dedication of the new Com- 
merce building of the University of Illinois, at Urbana, 
there was held on April 16 and 17 a conference on com 
mercial education and business progress. Among the 
more important items of the program were the following: 

Conference: Business Administration in Its Rela- 
tion to Public and Private Welfare, Frederic A. Delano, 
president of the Wabash Railroad, chairman. 

Harry A. Wheeler, president of the Chamber of 
Commerce of the United States, “The Public Concern 
in Improved Business Administration.” 

Robert H. Aishton, vice-president of the Chicago & 
Northwestern, “Causes of Ineffective Business Organiza 
tion.” 

Frederick A. Cleveland, chairman of the- President's 
Commission on Economy and Pfficiency, “What a Budget 
May Mean to the Administration.” 

Edmund J. James, president of the university, con- 
cluding address of the Conference on Business Adminis- 
tration. 

Conference: Commercial Education and Business 
Success, W. L. Abbott, president of the board of trus- 
tees, chairman, 

Alexander H. Revell, president of Alexander H. Re- 
vell & Co., “Commencing Right.” 

Leon C. Marshall, dean of the College of Commerce 
and Administration, University of Chicago, “The Rela 
tion of a School of Commerce to the Practical Problems 
of Business.” 

Julius W. Hegeler, chairman of the Committee of the 
Illinois Manufacturers’ Association, “College Courses in 
Business Administration.” 

Howard Elting, president of the Chicago Association 
of Commerce, “The College Graduate a Business Tyro 
a Problem of Adjustment.” 

Convocation: The Dedication of the Commerce 
building. 

“The Responsibilities of Business Interests to. tlie 
Public,” Hon. Albert B. Cummins, United States Senate. 

“Commercial Education and Business Expansion.” 
Dean David Kinley, director of the courses in Busine=s 
Administration. 
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CINCINNATI TRAFFIC BRANCH 


The regular monthly meeting of the Traffic Branch 
the Cincinnati Chamber of Commerce was held at the 
siness Men’s Club Monday evening, April 14, Walter 
Draper, president of the chamber, made a short ad- 
ess. in which he welcomed the guests and expressed 

gratification at the ‘progress being made by the 
affic Branch. 

Dr. Frederick Charles Hicks, dean of the College of 
ymmerce of the Wniversity of Cincinnati, made a very 
eresting and instructive address on “What the Uni- 
rsity of Cincinnati Is Trying to Do for the Young Busi- 
ss Man” along the lines of commerce and transporta- 


W. R. POWE, 
Chairman, Southern Classification Committee. 


explaining the ‘co-operative system, whereby the 
ing business men can study during the afternoon and 
ening the theoretical side of the business in which they 
engaged during the day and with the practical side 
vhich they are brought into daily contact. 

Chairman W. R. Powe and the members of the South- 

Classification Committee were the guests of the 
ning. Mr. Powe gave a very interesting recital of 
ious humorous incidents that have enlivened some of 

meetings of the committee. 

“The Open Forum” brought forth a number of im- 
tant discussions, among which were the questions of 
bility of the carriers for loss and damage account the 
ent floods; and demurrage accruing as a result of ex- 
ssive bunching, due to the same cause. 


Chicago Transportation Association schedules an in- 
mai dancing party for April 25 at Masonic Temple 
ll hall. 
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PERSONAL 


Southern Railway announces the appointment of L. H. 
Mann as assistant commercial agent, 56 West Adams 
Street, Chicago, Ill., vice U. G. Soule, promoted. 


George Moore, commercial agent Texas & Pacific 
and International & Great Northern at Oklahoma City, 
has been appointed division freight agent at Fort Worth, 
Tex. 

E. B. Coolidge has been appointed general ore and 
coal agent Wheeling & Lake Erie. He succeeds H. J. 
Booth, assigned to other duties. R. F. Kelley, general 
passenger agent, succeeds Mr. Coolidge as general freight 


DR. FREDERICK C. HICKS, 
Dean, Cincinnati College of Commerce. 


and passenger agent and is succeeded by J. E. McRoberts, 
formerly chief clerk passenger department. 


D. E. Spangler has been appointed superintendent of 
transportation of the Williamson & Pond Creek Railroad 
Co., with office at Roanoke, Va., effective this date. 


T 


J. I, Hazzard has been appointed general agent the 
Western Maryland Railway at Chicago, Ill., with office 
604 Merchants’ Loan & Trust Building, vice J. S. Talbot, 
assigned to other duties. 


James G. Wilson, heretofore assistant interstate com- 
merce attorney of the Harriman Lines, has been ap- 
pointed interstate commerce attorney of the Southern 
Pacific Co., with headquarters, after May 1, 1913, at 165 
Broadway, New York City. 


George A. Blair, freight traffic manager Chicago & 
Alton, has been appointed assistant freight traffic man- 
ager Chicago, Milwaukee & St. Paul. Mr. Blair was 
connected with that road up to about one year ago. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau, 


In this department we shall answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Bullding, Washington, D. C. 

Loss After Delivery on Private Track, Liability That of 


Warehouseman Only. 

Ohio.—“We are located on a private siding of the 
P. Cc. Cc. & St. L. R. R. at a point in Cincinnati, O., and 
would like to know if the railroad company would be 
responsible for freight left in cars after same had been 
placed on our switch in case of fire, or pilferage, until 
unloaded, regardless of the length of time taken in un- 
loading same.” 

Legal delivery of cars on a private track or siding 
is effected upon actual ‘placement on such tracks with- 
out any further notification to the consignee. After such 
delivery the carrier’s obligation as such has ceased and 
the less burdensome one of warehouseman has super- 
vened. If the loss occurred during that period, through 
causes not attributable to the carrier’s fault or negli- 
gence, it is thereby exonerated from liability. Accidental 
fires, explosions from dangerous goods, leakage, losses by 
theft or robbery, without the fault or negligence of the 
carrier, are instances in which the carrier has been 
excused. 





* * * 


Collection of Overcharges and Adjustment of Refund 
Claims on Shipments Affected by Period of Limitation. 


Tennessee.—‘“If you can consistently do so we would 
appreciate it very much if you will give us some informa- 
tion with reference to claim as follows: It seems that 
the Commission is trying to advance the theory that we 
cannot sustain our claim in this case because shipment 
was delivered two years prior to filing of the claim; 
however, the undercharge was not called to our attention, 
nor paid by us until last November, and then papers 
were not furnished that would enable us to make up our 
claim; although we paid the amount immediately, we did 
not file claim until February 7, this year, four months 
after having paid the amount. We feel sure that it was 
not the Commission’s intention to force payment after 
two years of an unjust charge and then prohibit a refund 
when it is shown to be an improper charge, although 
collectible, for the reason that the tariffs in effect at 
the time shipment moved contained an incorrect rate.” 

Congress provided that all claims for damages must be 
filed by the shipper, with the Interstate Commerce Commis- 
sion, within two years from the time the cause of action 
accrues, and the Interstate Commerce Commission and 
the Court of Commerce, in interpreting this provision, 
held, in the L. W. Blinn Lumber Co. case, that the statu- 
tory limit of two years within which the Commission has 
jurisdiction to award damages arising from violations of 
the Act to regulate commerce runs from the time when 
the shipment is delivered. As a consequence, no matter 
what the causes might be which prevented the shipper 
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from filing his claim within two years from the tim: 
that the shipment was delivered, yet the Commission is 
without any power to grant relief to a’ shipper who faile« 
to file his claim within that time. It is because of thi 
fact, agd the further fact that the carriers have fr: 
quently withheld the collection of undercharges for 
period sufficiently long so as to deprive the shipper « 
his right to secure relief from the Commission, that th 
Commission in its recent report to Congress request 
it to amend the act by making it compulsory for th 
carrier to collect its full charges within a reasonab 
period (perhaps 90 days), and if not collected within th: 
time it shall be deemed guilty of giving a rebate to suc 
shipper. 


* * a 


Instructions, and Not Agent’s Bill of Lading 
Routing, Governs. 

Pennsylivania.—“An interstate shipment was made on 
a bill of lading issued by an agent, supposedly in accord 
ance with written shipping directions furnished by th: 
shipper, although it has developed since the bill of lading 
was issued, that the agent did not make the routing on 
the bill of lading conform with the written directions 
The written shipping directions were retained by the 
shipper after the bill of lading had been issued by the 
agent, and have since been produced, with an affidavit 
attached, to the effect that such had been the shipping 
directions furnished the agent. The shipping directions 
specified certain routing, whereas the agent in 
the bill of lading inserted on the bill of lading additional 
routing, which resulted in charges greater than those 
which would have been assessed if the routing on-the 
shipping directions had been shown without any addi- 
tional routing, as supplied by the agent, without the 
consent or knowledge of the shipper, although such bil! 
of lading was signed by the shipper, as required by the 
agent. A claim was filed with the initial carrier for the 
additional charges resulting from the error of their agent, 
but the initial carrier contends that the bill of lading 
routing must govern, even though it has been proved, as 
above stated, by an affidavit with delivery instructions 
attached, that the agent deviated from such delivery 
structions. 

“Can you cite any court decisions which might upho! 
our contention that the initial carrier is responsible, : 
the agent deviated from the shipping instructions fu! 
nished by the shipper, even though the shipper, as 
matter of custom, signed the bill of lading?” 

In rules 214 (b) and 230, Conference Rulings, Bulletin 
No. 5, the Commission held that the agent must not route 
a shipment via a route that will be more expensive to 
the shipper than the one desired by him, and must no 
execute a bill of lading containing such a routing. Also 
see the case of Evens & Howard Fire Brick Co. vs. W2 
bash Railroad Co., 26 I. C. C., 152, in which the Co! 
mission denied complainant’s demand for reparation 
a misrouted shipment on the ground that the carri 
properly sent the shipment in accordance with complai! 
ant’s directions in the shipping ticket, which differed fr: 
the routing contained in the bill of lading. 


Shipper’s 


issuing 


Ss 


OPENS NEW BRANCH. 

The extension of the Dry Fork branch, Norfolk 
Western Railway, from Canebrake, W. Va., to its con- 
nection with the Clinch Valley district, at Cedar Blu‘, 
Va., a distance of 15.84 miles, was opened for operation 
April 15, 1913. 
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raphers of the Commission, Messrs. Hulse & Allen, will be furnished at the rate of 12'/2 


64 (raphe of the testimony or oral argument, or extracts therefrom, taken by the official stenog- 


cents per page of approximately 200 words. 
(Interstate Commerce Commission, 


be made directly to them.” 
Series of 1909.) 


Application and payment therefor should 


Special Order No. 1, 


Application for transcripts of testimony taken at Washington should be directed to Hulse & 
Allen, Whitford Bidg., Washington, D, C., and application for transcripts of testimony taken outside 
of Washington should be addressed to Hulse & Allen, 115 Broadway, New York. 


Advertisement 





Note.—Items in the Docket marked with an asterisk 
(*) are new and have not been carried in the publication 
during the preceding week. 
April 21—Hearing at Washington, D. C., before Special 
Examiner Elder. 
*Case No. 5393—National Baggage Committee vs. 
A. T. & S. F. Ry. Co. et al. 
April 21—Hearing at Chicago, Ill., before Commissioner 
Meyer. 
iI, & S. No. 216—Salt rates from Wisconsin to Iowa, 
etc. 
Case No. 
Erie R. R. Co. 
Case No. 5419—Board of Trade of the City of Chi- 
cago vs. A. T. & S. F. Ry. Co. et al. 
April 21—Hearing at Boston, Mass., before Commissioner 
Prouty: 
Case No. 4845—In the matter of rates, classifications, 
regulations and practices of carriers. 
April 21—Hearing at New York City, N. Y., before Special 
Examiner Eddy. 
*Case No. 5036—Empire Coke Co. vs. Buff. & Susq. Ry. 
Co. et al. 
April 23—Hearing at El Paso, Tex., before Special Ex- 
aminer Settle. 
Case No. 5112—Bert Ramsey & Co. et al. vs. Rio 
Grande & El Paso R. R. Co. et al. 


April 24—Hearing at Columbia, S. C., before Special Ex- 
aminer Elder: 

*Case No. 5354—In the matter of practices and regu- 
lations governing the issuance, sale and exchange of 
mileage books. 

April 25—Hearing at San Antonio, Tex., before Special 
Examiner Settle. 

Case No. 5390—Eagle Pass Lumber Co. vs. G. H. & 
S. A. Ry. Co. et al. 

April 28—Hearing at Galveston, Tex., before Special Ex- 
aminer Settle, 

Case No. 5311—Galveston Commercial Assn. et al. vs. 
L. V. R. R. Co. et al. 

Case No. 5333—Thos. E. Edwards vs. G. C. & S. F. 
Ry. Co. et al. 

Case No. 1277—Carl Eichenberg vs. So. Pac. Co. 
et al. 

April 28—Hearing at Washington, D. C. 

Case No. 3592—Marion Coal Co. vs. D. L. & W. 
R. R. Co. 

April 28—Hearing at Chicago, Ill, before Special Exam- 
iner Boyle. . 

*Case No. 5273—R. W. Pridham Co, vs. So. Pac. Co. 
et al. 

April 28—Hearing at Philadelphia, Pa., before Special Ex- 
aminer Elder, 

*Case No. 4792—Plymouth Coal Co. vs. P. R. R. Co. 
et al. 

*Case No. 4806—Plymouth Coal Co. vs. L. V. R. R. Co. 

May 2—Hearing at Houston, Tex., before Special Exam- 
iner Settle. 

Case No. 5414—W. W. West Co. vs. Int. & Gt. Nor. 
Ry. Co. et al. 

Case No. 5430—Port Arthur Rice Milling Co, vs. 
Texarkana & Ft. S. Ry. et al. 

May 5—Hearing at Little Rock, Ark., before Special Ex- 
aminer Settle. 

Case No. 4387—Lena Lumber Co. et al. vs. C. R. I. 

& P. Ry. Co. et al, 


5362—Hamburg-Bremer-Afrika Line vs. 


May 7—Argument at Washington, D. C. 

Case No. 4845—In the matter of rates, classifications, 

regulations and practices of carriers. 
May 8—Argument at Washington, D. C. 

Case No, 5242—Port Arthur Board of Trade vs. Abilene 
& Sou. Ry. et al. 

Case No. 5249—Aransas Pass Channel & Dock Co. vs. 
G. H. & §S, A. Ry. et al. 

May 9—Argument at Washington, D. C. 

Case No. 4452—National Lumbermen’s Exporters’ Assn. 
vs. St. L. I. M. & S. et al. 

Case No. 4851—Waverly Oil Works vs. P. R. R. Co. 
et al. 

May 10—Argument at Washington, D C. 

Case No. 5191—Anderson-Tuley Co. et al. vs. M. La. 
& Tex. R. R. & S. S. Co, et al. 

Case No. 5391—German Kali Works vs. A. T. & S. F. 
Ry. Co, et al. 

Case No. 5387—National Syrup Co. vs. C. & N. W. Ry. 
Co. et al. 

Case No. 5392—Dairymen’s Supply Co. vs. P. R. R. Co. 
et al. 

Case No. 5472—Charles K. Parry Co, vs. P. R. R. Co. 

May 14—Argument at Washington, D, C. 

I. & S. No. 184—Advances on lumber from Memphis, 
Tenn., and Alexandria, La., to the port of New Orleans 
for export. 

I. & S. No, 177—Advances on lumber between points 
in Louisiana and Mississippi and Memphis, Tenn. 

Case No. 4942—Memphis Freight Bureau vs, Ill, Cent. 
R. R. Co. et al. 

May 15—Argument at Washington, D. C. 

Case No. 5180—Chas G. Blake & Co. vs. Cent. Vt. Ry. 
et al. 

Case No. 5206—Yegan Bros. vs. C. B. & Q. R. R. Co. 
et al. 

Case No. 5322—James C. Wright et al. vs. C. & N. W. 
Ry. Co. 

Case No. 5363—Traffic Assn. of St. Louis Coffee Im- 
porters vs. Ill. Cent, 

May 16—Argument at Washington, D. C. 

I. & S. No. 185—Advances on coal between Zeigler, IIl., 
and points in Missouri, Iowa, and other states by can- 
cellation of joint rates in connection with the Chicago, 
Zeigler & Gulf Ry. 

Case No. 5292—Eastern Wheel Manufacturers’ Assn. 

et al. vs. Ala. & Vicks. Ry. Co. et al. 

I. & S. No. 226—Washington, D. C., Store Door De- 
livery. 

May 17—Argument at Washington, D. C. 

Case No, 4961—Atlanta Journal €o. et al. vs. S. A. L. 
Ry. et al. 

Case No. 5026—Mayor and City Council of Vienna, Ga., 
vs. Ga. Sou. & Fla. Ry. Co, et al. 

Case No. 5080—La Grange Chamber of Commerce vs. 
Atlanta & West Point Ry. Co. et al. 

*Case No. 4974—Victor Mfg. Co. et al. vs. Southern 
Ry. Co. 

*Case No. 5313—J. W. Sproles vs. S. A, L. et al. 

May 19—Argument at Washington, D. C. 

Case No. 4606—Youngstown Sheet & Tube Co. et al. vs. 
P. & L, E. R, R. Co. 

Case No. 4608—Youngstown Sheet & Tube Co. et al. vs. 
L. S. & M. S. Ry. et al, 

May 20—Argument at Washington, D. C. 

Case No. 4894—John I. Rogers et al. vs. B. & O. R. R. 
Co. et al. 

Case No. 4923—Douglas & Co. vs. Ill. Cent. R, R. Co. 
et al. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


MOTOR TRUCKS VS. HORSES 





The Natural Gas Journal recently published a state- 
ment comparing the cost of handling deliveries by horse 
vehicles and by motor trucks. The figures, though pre- 
pared by a truck manufacturing company, purport to be 
taken from actual service. It is further stated that the 
figures used are the average of the actual cost of several 
companies using a large number of horses, and that the 
Federal figures on operating cost are averages obtained 
on a large number of Federal trucks in operation. Ad- 
vantages in advertising and the economy in housing are 
not considered. Other points favorable to a motor truck 
that have been ignored are that when a horse “goes bad” 
he is a total loss, while the factory makes good on the 
truck that shows defects; and when the truck is injured 
it can be repaired, while no such opportunity comes to 
the man whose horses suffer a serious accident. The 
figures and other data are as follows: 


Horse Trucking.—Yearly Cost of a Two-Horse Truck. 


MET Lido ks hace S¥edL aust ac ttc canons $ 600.00 
an i Ay iy tI Sige heft senha 90.00 
a's ois dg o's, sates coetenbimnbdss hente 15.00 
EE ME. bd 5 .oe ov + 0 adiaee od 8b tele ee ae eT 300.00 


OE 6 ond ig the bul edhe ichenS oa « CA $1,005.00 





rr i ak oa aes Wiens nw ind ewanal glial $ 60.30 
Depreciation of the team one-seventh........ i 85.71 
Depreciation of the harness one-sixth.......... 15.00 
Depreciation of the blankets one-quarter.......... 3.75 
Depreciation of the truck one-tenth............. 30.00 
Fire insurance on horses at $1.25 per C..... Pace 7.50 
Fire insurance on truck and harness............ 4.87 
en Wee MI 4. 5 ode kh ous 6.6 « Seles See od 25.00 
Feed at 75 cents per horse per day.............. 547.50 
os ee ee on ne a en ee 52.00 
Medicine and veterinary..................0-eeeee 10.00 
EE Pac CA esa cae Ce cre wec tienes es cedgaween 750.00 

Total yearly cost of each two-horse truck... .$1,591.63 


Yearly Cost of a One-Horse Truck. 


In those businesses which require single-horse trucks 
rather than double-horse trucks, there will be consider- 
able difference in the cost. Figuring on the basis of 
two single-horse teams, we note the following variables: 
There will be two trucks instead of one on which inter- 
est should be figured. Pricing these trucks at $200 each, 
we get a total investment of $1,105. The increase in 
the interest on this is $6 per annum. The depreciation 
of these trucks will be correspondingly greater, totaling 
$40, an increase of $10. The item of fire insurance on 
trucks and harnesses will increase by the additional in- 
terest on $100, which is $1.25. The painting and repairs 
will, of course, be greater, although not quite double, that 
of a heavy truck. This, however, will give us an increase 
of at least $15. The one other item which varies is the 





necessity of an additional driver at $750 per year. This 
gives us an increase of the following items: 
Interest at 6 per cent on $100 extra investment 
Ee A cn cchdcne tre as es cae te eee ante ners $ 6.00 
Additional depreciation on trucks................ 10.00 
Additional fire insurance on trucks.............. 1.25 
Additional cost of painting and repairs.......... 15.00 
sak. o Sisis shia digiwictin igen Whe tek cesta 750.00 
Total increase cost of running two single trucks... 782.25 
Yearly cost of each double truck............... $1,591.63 
2,373.88 
Yearly cost for each single truck............... $1,186.94 
Yearly Cost of Emergency Horse. 

Most business houses operating several wagons 

quire an extra horse. The cost of this extra hors: 
for emergency work will be as follows: 
Six per cent interest om’ $3900. 0... 6 eee eee 18.00 
NOD: ee R Aa ss ce CRE CORES Uta a ee R ee Cake Fes a 8.75 
PS roe cee cheba te Bees Cab ens tees el eeeiaehaee: 273.75 
Oke re ee. tee gad a tala ee Ae ae? oe 26. 
Medicine and veterinary........ Au 6 cae e tee eee 5.00 

Total yearly cost of emergency horse........ $ 326.50 

Motor Trucking.—Fixed Charges. 
Interest on truck with stake or express body, cost 
eR MA TO Nn rag clk ale wate san $ 117.00 
Depreciation on $1,950 
Less tires....... 175 net 
$1,775 at 20 per cent per year...$ 355.00 


Tires are figured in operating charges: 
Fire insurance on $1,500 at 2 per cent............ $ 30.00 
Fire insurance companies will not insure trucks 





for their full value. 
a I og i cde ow 4 bins 6 649» Oe aE ne 45.00 
Painting and overhauling...............e.eeeeee: 50.00 
Pee I 6 6 oe ONAE LS xno ocinX oe aitawanahetes a 50.00 

Cost per year, fixed charges................. $ 647.00 

Operating charges based on 30 miles a day: 
Gasoline, 1,174 gallons at 15 cents............... $ 176.10 
Lubricating oil, 47 gallons at 25 cents........... 11.74 
Tires, 9,390 miles at 1% cents per mile.......... 164 
TUREPOR: OR BIG: Mee TROT oii nn chic b Shik owiehe a evince 840.00 
Pit SN OO oe nc ce cc msis ovo atesuweus $1,192.17 
i'n ay bia a. n'n. a althtoi eeiinian s eases ch 647.00 


Total operating and fixed charges........... $1,839.! 
Gasoline figured § miles to the gallon. . 
Lubricating oil figured 200 miles to the gallon. 
Tires are figured on a basis of 10,000 miles guarant« 
with a discount of 40 per cent and two 10’s from the li: 
This analysis is based on a daily mileage of 30 mile 
A large number of trucks make more than this mileag«. 
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G. V. ELECTRIC TRUCKS 


Give you 10 or more years’ life. Are clean, silent and odorless. 


Operate 297 days out of the 300. 
Show economy in tires, parts, replacements and general upkeep over a period of years. 
Promote the highest efficiency in systematic trucking, transfer work and light deliveries. 


Make possible undreamed-of economies in real estate investment covered by stables and 
wagon yards, 


A G. V. ELECTRIC, 7 YEARS OLD 


Design standardized since 1907. All parts of each model interchangeable. Nearly 3,000 in 
e, many ten years old. 


The ex-teamster and the simple Electric are a saving over the complex motor vehicle and 
the expert chauffeur-machinist. 


The Electric has economic law behind it and must dominate in its field. Show your business 
acumen by getting the right machine for the right place. 


“ArX 


Six capacities: 750 Ibs. to 5 tons. 


Catalogue 104 on request. 


General Vehicle Company, Inc. 


General Office and Factory 
Long Island City, N. Y. 


New York Chicago Boston Philadelphia 
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Therefore the cost of operating will be considerably more. 
The variables depending on mileage are gasoline, oil 
and tires. Subtracting these from the total cost and the 
fixed charge irrespective of mileage is $1,487. These 
variables for 40 miles per day are, of course, one-third 
more than for 30 miles, giving a cost of these three items 
of $469.56. For 50 it will be two-thirds more than for 
30 miles, or $586.95. For 60 miles it will double that of 
30, or $704.34. This gives the cost of running a truck 


as follows: 

ERE PER Cet eee Oe eee $1,839.17 

ES ee ey eee ere 1,956.56 

a os SoReal hw bla MB wd < wien eens 2,073.95 

EEE PCT Eee er ere 2,191.34 
Take, for example, a common equipment, a double 


truck and a single truck, The double truck will do about 
15 miles a day, while a single-horse truck will cover 
about 20 to 25—total not over 40 miles per day. 

The horse hauling will cost: 
a ah oP sd ook oS edi wpe a cae» Sines $1,591.63 





EG bas 5 SUcK Cane bos bee SERRE RE Oe nS 1,186.94 
The total cost of horse hauling will be..........$2,778.57 
The motor truck covering 40 miles per day will 
EA WA her gis ee 1,956.56 
Saving per year in favor of the motor truck...... $ 822.00 
This is on an additional investment of $392.50, or 


over 200 per cent. In case the work is such as to require 
an additional horse, this makes an additional cost of 
$326.50, or a total. of $3,105.07, a saving in favor of the 
motor truck of $1,148.50 on an additional investment of 
$92.50. 


MOTOR TRUCKS IN CITY SERVICE 





Appreciation of the service of motor trucks in the 
various branches of municipal work is indicated by the 
statement that in one month of 1912, $125,000,000 were 
invested in motor trucks by about 225 cities of the United 


States. St. Louis was the first city in the United States 
to put in service a motor-driven pressure regulator 
sprinkler. This sprinkler is of Saurer make and has been 


in service now about nine months. It is owned by the 
William R. Bush Construction Co., which contracts with 
the municipality to sprinkle a large zone of its public 
streets. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department:of Justice as 
Solicitor of Internal Revenue 


Commerce 
a Speciality 


Litigation 


interstate 
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Mr. Bush, the president of this contracting company, 
states that since this Saurer motor sprinkler was installed 
it has averaged 54 miles per day and has effected an 
economy of from $20 to $25 per day over the nine horse- 
drawn sprinkler carts which this company formerly em- 
ployed for carrying out its contract. 

One of the principal points brought out by Mr. Bus! 
in his statement is that for a large period of the yea: 
the 18 horses which were necessary to do the work of 
this one sprinkler cost $8 per day to keep in idleness 
whereas their Saurer motor sprinkler costs nothing out 
side of the nominal interest in the investment. 

An almost equally good record of the economy of 
the motor truck in public service comes from Denver. 
William Geary, superintendent of streets of Denver, states 
that their experience with the same type of 1,400-gallon 
Saurer pressure sprinkler shows a slightly better econ 
omy than_that of the city of St. Louis. He states that it 
covers an average of 47.3 miles of territory in an eight 
hour day and saves, according to Mr. Geary’s statements, 
$26. 

In a printed report recently issued by the mayor's 
department of Denver, the following extract appears: 
“The expense of the street sprinkling department has 
decreased $5,000 on account of the use of the motor 
sprinkler.” 


CARRIERS’ ANNOUNCEMENTS 
The Catskill Evening Lines announce that, effectiv: 


April 9 on state traffic and May 12 on interstate traffic 
through rates and service will be established between 
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THE TRAFFIC MANAGER 


receives his compensation for what he knows 
not what he does. 


Do You Know 


what his duties are ? 


That the correct quotation and application of the 
lowest rates is but a small portion of his position’ 


Prepare Yourself 


by the study of the different duties which must be 
assumed. 


NATIONAL TRAFFIC COLLEGE 


Dept. A CHICAGO 
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You Who Work for a Living Will Be Interested in This Story 


On the first of January, a man who had been em- 
ployed by the Baltimore and Ohio Railroad, in one of 
the important departments in the general offices at 
Baltimore, stepped into the office of the Superintend- 
ent and said: 


“Mr. Superintendent, I’ve been with the B. & O. for 
fourteen years today. I’ve been a faithful and efficient 
man and I would like to have more money than I am 
getting.”’ 


The Superintendent replied: 


Mr. Ross, I appreciate the fact that you have been with 
road fourteen years and I know that you have a ‘clean 
ord. In fact, I believe you were with the B. & O. for eight 
irs before I came here, and for six years before | ever did 
any railroad work at all. I know you are competent to do 
work you are doing, and I am perfectly willing to recom- 
nd an advancement for you, but not for the work you are 
g now. I am not authorized to pay any more for that work 
you are now getting; if I were, you would have been 
ting it long ago. But I tell you what I will do. I will give 
another job that pays more money. 


“What other job around here can you fill?” 


That last question was a stunner! What other job around 

could this man fill when he had been at one desk all 

life, doing only one kind of work? The result of the inter- 

ew was that this perfectly capable, sober and honest man 

to remain at his old job; not because the superintendent 

Ww unwilling to advance him, not because there was no better 

j in that office, but BECAUSE THE MAN WAS NOT 

CAPABLE OF FILLING ANY OTHER JOB. In other words, 

yrtunity knocked at his door, found him unprepared for 
call, and had to pass on without entering. 


How about your own case? Where would you be if oppor- 
knocked at your door, or if you went out and found 
“Opportunity” and cornered him for an interview? 


Suppose this B. & O. R. R. man had been putting in, say, 

ly one hour each evening—probably the hour he actually 
ted in amusement or idleness, during all these fourteen 
Ss, preparing himself for a better place? Suppose he had 
able to say to the superintendent: 


“! can fill either one of those vacancies in the tariff 
bureau, which must be filled shortly;” or, “I! can fill Jones’ 
job in the Accounting Department when he is promoted the 


€ 


irst of the month,” 


Vhat first would have been necessary to enable him to 
made such statements? PREPARATION, COMPETENCY 
AND TRAINING. 


How often have you heard it said that men usually stay 
me desk a natural lifetime in the railroad business? Do 
know the real reason why railroad men remain at one 
always? The trouble is not with the railroads. It is with 
men themselves. Consider, for example, Jas. J. Hill, who 


arose from telegraph operator to President of the Great North- 
ern Railway; Samuel Rea, who began as Chainman and Rod- 
man and arose to the Presidency of the Pennsylvania Rail- 
road, and Wm. J. Harahan, President of the Seaboard Air Line 
Railway, who began as office boy for the superintendent of the 
L. & N. R. R. Do you suppose these big railroad men could 
have advanced as they have without study and preparation? 


NEW JOBS NOW OPEN 
Earn From $35 te $100 Weekly as 
TRAFFIC MANAGERS 


Modern transportation is a jungle of routes and rates, call- 
ing for specialists, who, like the pathfinders of old, have expert 
knowledge of the trails of traffic. How to route shipment to 
obtain shortest mileage and quickest deliveries and how to 
classify goods to obtain lowest rates are two vital factors in 
business competition. The man who knows how is so valuable 
to his employer that he commands respect and big remunera- 
tion. 


New and Uncrowded Profession 


There are half a million LARGE SHIPPERS in the United 
States. Practically every one of them needs an expert traffic 
man, and this need is recognized as never before because of 
the recently enacted railroad nate laws and interstate com- 
merce regulations. The demand for trained and efficient traffic 
men is many times greater than the supply. There’s room 
for you. 


Study Traffic and Interstate Commerce 


Decide now to become a traffic man. Our Interstate Com- 
merce course enables you to study AT HOME, without leaving 
your occupation or sacrificing present income. 

Clip coupon below, sign and mail at once and we will send 
you FREE, postpaid, our valuable book, ‘“‘Ten Years’ Promo- 
tion in One,” and information concerning the opportunities and 
requirements of this attractive profession. This book is worth 
a dollar of any man’s money, but it is free while they last. 


LASALLE EXTENSION UNIVERSITY ia 

Dept. 104, CHICAGO = UH 
terested in 
- the new pro- 

LAW HIGHER ACCOUNTANCY - . 
- Management. Please 
BUSINESS ADMINISTRATION an - send me “Ten Years’ 
a yg Book, 

e of ¢ st. (Dept. 104, 

BOOKKEEPING s i free of all cos Jept. 104.) 
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New York, Brooklyn, N. Y., and stations on the New 
York Central & Hudson River Railroad (located on the 
Mohawk, Western, Rochester and Adirondack divisions) ; 
also Montreal, Que,, and intermediate stations. Under 
this arrangement freight will be forwarded from and to 
New York and Brooklyn stations, via the New York & 
Hudson Steamboat Co., Hudson, N. Y., and the New York 
Central & Hudson River Railroad. 

This is a new route to and from the above territory 
and offers prompt service, careful handling of freight; 
also superior service in the receiving of and delivery of 
freight at Pier 43, North River, New York. Brooklyn 
receiving ‘and delivering stations are located at the Jay 
Street Terminal, New York Dock Co.’s Terminals and 
Bush Docks. 


Delaware, Lackawanna & Western Railroad an- 
nounces that on account of its new quarters in Wool- 
worth Building not being completed, the date of removal 
of the general eastern freight office will now be May 6, 
1913, instead of April 18, as previously announced. 

United Fruit Co. announces a direct fortnightly New 
York-Jamaica outport freight service, effective as indi- 
cated below: 

Commencing Tuesday, April 8, and fortnightly there- 
after, for Port Antonio, Port Maria and St. Ann’s Bay. 

Commencing Friday, April 18, and fortnightly there- 
after, for Savanna-la-Mar and Montego Bay. 





Canadian Pacific Railway announces that, effective 
April 15, 1913, Stockton, Man., on the Souris subdivision, 
has been closed, and freight for this point should only be 
accepted on prepayment of charges. 


THE TRAFFIC WORLD 


Vol. XI, No. 15 


Wabash Railroad announces that, effective Sunda) 
April 13, and every Sunday thereafter until further notic: 
Decatur division train No. 50 and Moberly division train 
No. 51 will leave St. Louis on Sundays at 6:15 p. n 
This will enable passengers arriving in St. Louis in t! 
morning to have an entire day in the city. 


United Fruit Co. announces in Circular No, 119, signed 
by F. H. Dietz, G. P. A., and R. W. Boissevain, G. T. M 
17 Battery Place, New York, the inauguration of new 
passenger service of the steamship Suriname, leaving New 
York April 4, and every four weeks ‘thereafter, for Belize, 
B. H., Cortez, Spanish Honduras, and Barrios, Guatemala. 


ROAD IS OPEN 





Referring to the statement in THe TrRAFric Worrip 
of April 5, in reference to the Louisville, Henderson & 
St. Louis and the effect of the floods upon its business, 
we are pleased to publish the following extracts from a 
circular issued to agents under date April 10 by J. P. 


Gardner, general freight agent: 


rn ee 


“Previous instructions not to accept live stock or 
perishable freight, on account of high water, are hereby 
withdrawn and canceled. 


“The entire line of the L., H. & St. L. Railway is 
now open for business, and you are authorized to accept 
live stock and perishable freight, from shippers and con 
necting lines. The January, March and April floods have 
caused heavy losses, and it is important for every agent 
to exert his best efforts toward securing every pound of 
available freight in his territory.” 





Freight Rates Made Easy 


The CHICAGO FREIGHT RATE GUIDE 
of class rates is a condensed file of railroad tar- 
iffs, arranged for quick reference, showing 
THROUGH RATES from Chicago and Mil- 
waukee territory to towns in every state in 
the Union. 


All technicalities are eliminated in this, the 
most handy of all freight rate Guides. Not 
complicated; just a practical and simple refer- 
ence book of class rates; concise and conven- 
ient. 


For checking expense bills, estimating pre- 
pays, quoting delivered prices, etc., etc., it is in 
a class by itself. Quicker than the telephone, 
and easier of access than a railroad tariff. 
Kept up to date at all times. Indorsed by rail- 
road and shipper alike. 


Yearly subscription price only $7.50. 


rae Qeaion, WaW. MARTIN & CO. ice'srice: 


417 S. Dearborn St., Chicago, III. 








PRINTING || 


of such class as will 
attract attention 


WE will gladly suggest, plan or 

compile folders, booklets or any 
printing required at reasonable cost. 
Estimates cheerfully furnished. Write 
us regarding any of your requirements 
in our line when next in need. We 
have night and day service — linotype 
and monotype composing machines — 
full up-to-date bindery and printing 
equipment. 


The Blakely Printing Co. 


418-430 So. Market St... CHICAGO 
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Conference Rulings 


BULLETIN No. 6 NOW READY 


Cancels and Includes Bulletin No.5 





=: || Conference Rulings of the Commission 
which have been given publicity. from 
time to time; some of which have not 
heretofore been officially published. 


Issued April I, 1913 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 











Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
606-7-8-9-10 Colorado Bldg., Washington, D. C. 





H. R. Small 


Practices before the Interstate Commerce Commission 
1605-14 Pierce Bldg., St. Louis, Mo. 




















Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 





John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg, Washington, D. C. 810-814 Times Bldg., St. Louis, Mo. 
















Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis 
sion; Counselor at Law 
Suite 956 First Nationa] Bank Bldg., 
Chicago, Ill. 


Wade H. Ellis 


Interstate Commerce Commission cases 
604-512 Southern Bldg., Washington, D. C. 
















Arthur B. Hayes 


Attorney at Law; former member of the Depart- 
ment of Justice as Solicitor of Internal Revenue; 
Interstate Commerce litigation a specialty. 


Colorado Bldg., Washington, D. C. 





James A. Wagoner 


Specializing Interstate Commerce Cases 
1807 City Hall Square Bldg., Chicago, Ill. 
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Th 
{ 
. Littleford, James, Ballard & Frost 
¢. D. Chamberlin Francis B. James (Commerce Counsel and Attor- ; 
ney and Counselor at Law), in charge of Washing- 
Attorney at Law, Commerce Counsel for the ton office, where E. E. Williamson (Transportation ‘ 
National Petroleum Association Expert and Statistician) is associated. t 
805-6-7-8 Westory Bldg., Washington, D. C. 
Rose Bidg., Cleveland, Ohio First National Bank Bldg., Cincinnati, O. ' 
I 
e 
I 
. f 
Richard J. Donovan Jean Paul Muller 
. Formerly with I. C. C. and Dept. of Justice as r 
Counselor at Law; Preparation of cases and trials Expert Acct, and Spcl. Asst. U. S. Atty. Specialty: f 
of cases before the Interstate Commerce Commission Financial and Operating Analyses, Cost of Service He 
@ specialty; Experts on railroad tariffs furnished; Tests and Comparisons in Interstate and Intrastate 
Correspondence invited. Rate Litigation. 
170 Broadway, New York 420-424 Woodward Bldg., Washington, D. C. 
J. | 
C 
me 
Emerson Bentley H. C. Lust 3 os 
Attorney at Law; Special attention to commerce Formerly of Haynie & Lust. Traffic Cases Only. 1 
practice before the Interstate Commerce Commission Evidence Compiled and Cases Prepared and Handled De 
and Railroad Commission of Louisiana. for Carriers or Shippers. 
201-203 First National Bank Building Shreveport, La. Corn Exchange Bank Bldg. CHICAGO Nai 
t' 
4 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 












A ae a 


G. W. SHELDON & CO., 





Huguenot Express Co. 


m- NEW YORK, N. Y. 


624 West Thirty-sixth St. 
warders, truckmen for all lines; 


— and distribution. 


Judson Freight Forwarding: Co., Inc. 


CHICAGO, ILL. 


THE TRAFFIC WORLD 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


J Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 


Prone 839 Greeley. For- 
bulk shipments from 
out of town a specialty; up-to-date facilities for storage 


phone No. 633. 


4438 Marquette Bldg. Carload distribution to al] rail- 


roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


western amd Pacific Coast points. 


The Reading Truck Co. 


DETROIT, MICH. 


Sixth and Congress Sts. Authorized cartage agents 


| for the Wabash and Canadian Pacific railways and for 
rt the Anchor Line steamers. Specia] attention given to 
distribution of carload freight for two or more parties. 


e 


Merchandise delivered as ordered. 


350-356 Seneca St. 
ing, handling, transferring and forwarding goods. Tele- 


Bonded and general storage. 
promptly handled. 





Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


“Unsurpassed facilities’ for stor- 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


Ashley Warehouse Co. 


ST. LOUIS, MO. 


Drayage facilities. Cars 
Custom house entries attended to. 


Insurance, 18c. Track connections. 


a ae LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


' The National Industrial Traffic League. 

— Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
S road commissions and transportation 
- companies in promoting and securing 
better understanding by the public and 

the state and national governments of 

the needs of the traffic world; to secure 

- proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
S| promote, conserve and protect the com- 
mercial and transportation interests. 


r- 


¥8 Headquarters, Tacoma Bldg., 5 North 
e La Salle St., Chicago. 
Officers. 
President, 


a J. M. Belleville, 
G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 
pa H. G. Wilson, Vice-President, 
; Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
Oscar F. Bell, Secretary-Treagurer, 
T. M. Crane Co., 836 South Michigan 
Ave., Chicago, 
David P, Chindblom, Assistant Secretary 
6 North La Salle St., Chicago. 
— Implement and Vehicle reed 
. J, Evans, Freight Traf. Mgr., 
‘Anniiend Trust Bldg., Chicago, Il 
Sterling 
Manufacturers’ and Shippers’ 
Association. 













In charge of traffic industries located 
at Sterling and Rock Falls, Ill 


+ eR OOM, so an cs cwacbans 06 President 
Bi, Be + on kin oc va biwaaae Vice-President 
Ww. 4 _—— Wie acield Secretary-Treasurer 
Wy MN Nico cc vcccaduce Traffic Manager 

MINNESOTA. 


Northern Pine Manufacturers’ Associa- 
tion. H. 8. Childs, Secy., Minneapolis. 


MISSOURI. 
Business Men’s League. P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bldg., 
St. Louis, 





TENNESSEE, 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James 8. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The Chicago Transportation Association. 
Ray F. Clark, Pres.; H. BE. MacNiven, 


Secy. 

The Traffic Club of New York. A. F. 
Mack, Pres.; C. A. Swope, Secy. 

The Spokane Transportation Club. Chas. 
W. Colby, Pres. 

The Traffic Club of aes Guy 8. 
McCabe, Pres.; W. Wharton, 2% 

The Traffic Club of Dallas, apt =. 
Jackson, Pres.; G. 8. oa 

The Traffic Club of Phitadels nla. ik 
—" Pres.; Cc. W. 


The Traffic Club of St. Louls. Clarence 
H. Howard, Pres.; A. F. Versem, Secy.- 
Treas. 

The Traffic Club of Pittsburgh. J. T. 
Johnston, Pres.; D. L. Wells, Secy. 
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The Transportation Club of india 
L. L. Fellows, Pres. ; EB. Stone. > 

The Traffic Club of way En land, Bosto 
eo Byrnes, Pres.; Wa, Cc. Boston. 


The Fp enssiiventian Club 7 Cl “1 =. 
C. W. Poysell, Pres.; J. ‘AD ~ 


Secy. 
The Toontisedtetion Club o. pane 
= L. Roederer, Preg. ; - McBride, 
ecy. 


The Transportation Club of Tol le 
Manonsbant Pres.; J. 8. 1 Toleda x $ 


The oes Ciub of St. Paul. J. 'R. Jones, 
Pres.; A. L. Bowker, Secy. 
The Traffic Club of Newark. John T. 
Pres. ; Cooke, 8 


Rogers 4 
The Traffic Club of Seattle. F. Ww. 
Parker, Pres.; F. R. Hanlon, Seey. 
The Transportation Club of Detro! Mich. 


ener A. Jones, Pres.; W, R. Hurley, 

ecy 

Transportation Club of San Francisco, J. 
urgin, Pres.; Theo. H. Jacobs, 


Secy. 

The Railroad cup of Kansas City, 
‘. N. Stroud, Pres.; Claude Danioee, 
ecy 


The "rranepertation and Traffic Club, 
Birmingham, Ala. L. Sevier, Pres.; O. 
F. Redd, y. 

The Traffic Club of a. ¥F. &. 
Pool, Pres.; F. B. Rowley, 

Sait Lake Transportation Club. C. J. 
MeNitt, Pres.; R. E. Rowland, Secy. 
Traffic Club of Milwaukee. Wm. P. 
O’Connor, Pres.; C. C. Lioyd, Secy. 
Transportation Club of Lima, O. Lioyd 
P. Sherrick, Pres.; D. L. Rupert, Secy.- 


Treas. 
Grand Raplds ra Club, Grand Rapids, 

— Chas. Lilley, Pres.; James 
2. 


Secv 
Transportation Club of Peorla. R. M. 
Field, Pres.; A. S. Howells, Secy. 
Traffic Club of Cleveland. D. F. Hurd 
Pres.; W. V. Bishop, Secy. 
Traffic Club of Erie, Pa. Edwin H. 
Brevillier, Pres.; M. W. Eismann, Secy. 
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FOR EVERY PURPOSE THERE IS 


A BEST PACKAGE 


Which Can Be Bought at a 


air Price 


We Are Package Experts 


THE ONLY COMPANY MAKING 
EVERY STYLE OF SHIPPING CASE 


WOODEN BOXES 
WIREBOUND BOXES 
CORRUGATED 
AND FIBRE 
CONTAINERS 


FOR 


FREIGHT, EXPRESS or PARCEL POST SERVICE 
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As we make all kinds we are 
unbiased, and with 30 years’ 
manufacturing experience we 
are able to assist you in pro- 
curing the most economical 
package adapted to your re- 
quirements 


Call on us at any time. 


CHICAGO MILL and LUMBER CO. 


CHICAGO 





